Sue > 


Rave 
Verein 


ations 
} thie 


lonis, 


I. 
t al, 


und 


nia: 
n to 





- al, Cy 
|, LIII. No. 24 7 “— eg. U. S. Patent Office CHICAGO, ILL., JUNE 16, 1934 


Jr., 





ty. 


es 


ber 3 
a 
Qa 


es 


wos cme 


CIRCLES WESTBOUND FROM NEW YORK 
PROVIDES 


3D A.M. delivery in CHICAGO 


Also insures forwarding in early 
morning trains from CHICAGO 


RAILROAD SYSTEM ff 








THE HEAVY DUTY RAILROAD i 


SE ea 








FROM = 
“WAY DOWN SOUTH IN DE LAND OB ‘TATERS” 
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F you were particularly impressed with the tenderness and flavor of the potatoes 
served you today, you can give odds that Precision Transportation brought 


them to you from “way down South in de land ob ‘taters’”. There, under a 


smiling sun, and in fertile soil, potatoes reach an unusual perfection. 


Precision Transportation, with its fast passenger-like merchandise trains, 
delivers them every day to the principal markets of the country — just as fresh 
as they were when they left the field. Ask your nearest N. & W. representative 
about Southern “taters” and “The Potato Special”. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of railroad and 
motor transport and take the government out of the 
ocean and inland waterway transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





CONGRESSIONAL IGNORANCE AND 
ADMINISTRATION INCOMPETENCE 


OR an example of the abysmal ignorance that per- 

vails in Congress with respect to most of the legis- 
lation proposed and enacted, we refer readers to the de- 
bate on the Borah-White bill, reported elsewhere in this 
issue. Most of those who took part displayed ignorance, 
not only of what the bill proposed to accomplish, but as 
to the soundness of its purpose. What the bill proposes, 
of course, is to extend to the Columbia and Snake rivers, 
government waterway operation as it is now conducted 
on the Mississippi and other rivers under the Inland 
Waterways Corporation act. The effect of such opera- 
tions is to afford low freight rates to shippers who can 
take advantage of them, thus unfairly discriminating 
against competing shippers who cannot use them, the low 
rates being made possible by the fact that the operations 
are conducted in part at the expense of all taxpayers 
without regard for cost of service, and to offer unfair com- 
petition to the railroads, which must pay all costs of op- 
eration out of their own pockets. The effect, of course, is 
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also to bring down railroad rates to meet the unfair com- 
petition. In the meantime, while thus impairing the rev- 
enues of the rail carriers by unfair tactics and using the 
money of the taxpayers (the railroads being included 
among the taxpayers), the government continues to lend 
money to the railroads to bolster up their inadequate 
revenue—the folly of which proceeding was pointed out 
by one Congressman who seemed to have a little intelli- 
gence. 

This situation has been exposed so often and so 
widely that repetition must seem tiresome to our read- 
ers; but evidently there has not been repetition enough, 
else there might be a more noticeable effect in Congress. 
We not only have our laws made by a lot of politicians 
who think of little but how they may be reelected but 
they, for the most part, have the minds of morons. 

As for the President of the United States, there could 
be no better illustration of the thoughtless and planless 
way in which he is doing things than the present trans- 
portation situation. In the campaign his utterances 
were satisfactory, at least as to what he proposed to do 
about equalization of regulation as between the railroads 
and the motor vehicles. He has done nothing. Neither 
has he grasped the problem of waterway competition 
and dealt with it as it should be dealt with. The same 
old transportation chaos prevails, with Congress about 
to adjourn and more than a year and a quarter of his 
four year term expired. Ordinarily, if constitutional and 
orderly processes of government were being followed, 
there might be little or no criticism on this score, for the 
President is supposed to be merely the executive and 
Congress to make the laws; but, under this administra- 
tion, Congress is the creature of the President; he does 
not hesitate to tell it what he wants done and his friends 
see that it is done; if there is no or improper transpor- 
tation legislation, the blame belongs to him. He either 
has no understanding of the transportation problem of 
today or he is too busy with revolutionary plans in other 
directions to give it the attention it deserves. Increased 
government competition with private business in these 
times is an asinine policy, from more than one point of 
view. 


RAILROAD CHARITY 
OW much the railroads are called on to and do con- 
tribute to public relief in times of distress like the 
present business depression and the drought is realized 
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by a comparative few and is seldom taken into considera- 
tion in dealing with transportation problems. Their con- 
tributions are the more notable in these times when 
Washington is looked to as the source of relief for all 
distress, from whatever cause, to the exclusion of the 
Red Cross and other relief agencies supported by popular 


subscription. Washington is exceedingly open-handed 
these days with the people’s money and for this generos- 
ity the railroads, with all other payers of taxes, are 
assessed; but they also contribute directly, either by 
request or because of long custom. The extent of their 
recent generosity in this respect in the west was pointed 
out this week by C. D. Morris, assistant to the chairman 
of the Western Railways’ Committee on Public Relations, 
in an address to the Commercial Club of Hudson, Iowa. 


He spoke as follows: 


The railroads have been called upon for heavy contribu- 
tions toward the relief of those who are suffering from the de- 
pression, and more recently from the severe drought and have 
promptly and generously responded. In view of this fact, it 
would be interesting to know just how much the other forms of 
commercial transport have contributed toward this cause dur- 
ing this emergency. Not that the railroads are complaining 
because of what they have been asked to do, but merely as an 
illustration of the fact that no other industry in the land has ever 
been more willing to go along with its patrons or do its full 
share in times of stress than have the steam railroads of the 
country. 

As early as November 14, last year, the western lines, at 
the request of the Federal Emergency Relief Administration, 
made a reduction of approximately one-third of commercial rates 
on all food products for relief purposes shipped by the govern- 
ment. On March 2, this year, they agreed to a 20 per cent reduc- 
tion in rates on bituminous and anthracite coal and coke of all 
kinds, for relief purposes, shipped by the government or by state 
relief administrations. These reductions were intended to last 
until May 31, but, on May 18, they were extended for one year 
from June 1, 1934. 

Western lines, on June 2, agreed to substantial reductions in 
rates on live stock and feed throughout the drought areas. In 
addition thereto there have been numerous reductions in rates 
on feed and live stock for intrastate movement by individual 
lines in drought territory. A reduction of 50 per cent in the 
one-way passenger rate for transient relief workers was also 
made and this reduction has now been extended to December 
31, 1934. In brief, the western lines, notwithstanding they have 
suffered from the depression as much as or more than any 
other industry and have had no net profits of consequence for a 
period of three years, are still willing to do everything in their 
power to aid others in distress, and to do their full share in 
the recovery efforts that are being made, and can be depended 
upon to continue doing so. 

It is impossible to estimate at this time just how much 
these reductions have saved the relief organizations in actual 
cash, but reports of the railroads to the relief administrator 
indicate that fully 40,000 carloads had been shipped up to May 
1. This does not take into consideration at all any shipments of 
feed and live stock shipped under the drought reduction order. It 
is worth keeping in mind in this connection the fact that from 
60 to 80 per cent of the live stock shipped to central markets 
in the last two years has been shipped by truck and there is no 
evidence whatever to show that the trucks have made any reduc- 
tions in their rates because of the drought. We are, consequently, 
forced to the conclusion that, when shippers are hurt by disaster 
of any kind, they immediately turn to the railroads, always their 
friends, for relief. This being the case the common instincts of 
gratitude ought to lead the shipper to remember the railroads 
when conditions are normal. 

The railroads have suffered extensively from the business 
depression throughout the past four years. As a consequence 
roads having upwards of 40,000 miles of line are in the hands of 
receivers. The railroads, however, are making no appeal for 
charity. They want and intend to work out their own salva- 
tion by their own efforts, but naturally feel entitled to fair treat- 
ment from the government and the people they have so liberally 
assisted during the prolonged period of stress and suffering 
through which the country has been passing. 


Why the railroads have always consented thus to be 
made the “goats” and why they continue to do so, in 
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face of changed conditions, is more or less of a puzzle, 
In former days they did it, no doubt, partly out of real 
desire to be helpful and partly because they feared that, 
if they refused, they would become unpopular. Probably 
much the same reasons are controlling now, though there 
is more reason now than there ever was before for re. 
fusal. They are not as prosperous a's they have been, they 
are discriminated against in favor of other forms of 
transportation that are not asked or expected to con- 
tribute to relief, and relief has now come to be regarded 
as a function of government. Certainly, if they ever ex- 
pected their generous course to make them popular or to 
insure their getting from government the things they 
desired or to which they were entitled they have been 
disappointed and ought now to know better—especially 
at present, when almost everybody whose thought is 
worth anything agrees that the railroads are at an unfair 
disadvantage with respect to competing agencies of trans- 
portation and yet the President and Congress, in spite 
of campaign declarations, are doing nothing to cure the 
situation. But the force of habit is strong and, perhaps, 
they also still hope for results from the public and those 
in authority. 

What Mr. Morris hopes for in this respect—or, at 
least, what he thinks ought to happen (in which we agree 
with him)—is shown by this continuation of his remarks: 


There is one Way by which all of us can be of assistance 
to the railroads at this time and that is by demanding that the 
government place them on an equality under the law with other 
forms of commercial transport. They are strictly regulated by 
the federal government, pay high taxes, own their own roadbed, 
and must pay from their own revenues all the costs of their 
operations. These things are not required of other commercial 
transport agencies. Both the barge lines and the motor vehicles, 
each doing a commercial business, use roadbeds paid for through 
taxation and therefore owned by the people. For the use of 
these roadbeds they do not pay adequate rental and have no 
interest to pay on the money invested in them. Furthermore, 
so far as the federal government is concerned, they are allowed 
to regulate themselves, particularly with respect to both service 
and rates. Experience has proven that, other things being equal, 
rail transportation is the safest, the most convenient and most 
economical transport service we have. Some more is charged 
for it at this time because other forms of transport do not pay 
all the costs of their service, as the railroads do. This inequality 
should be removed by law and it is within the power of the 
people to see that this is done. 


EASTERN BRICK CASE 


In a notice concerning No. 26515, eastern brick rates, the 
Commission, through Secretary McGinty, has announced that 
hearings in that proceeding will be held at the Chamber of 
Commerce rooms, Pittsburgh, Pa., September 5, 1934, at 9 a. m. 
standard time; at the Gibson Hotel, Cincinnati, O., September 
10 at 9 a. m.; at the Sherman Hotel, Chicago, Ill., September 13, 
at 9 a. m., and at the Coronado Hotel, St. Louis, Mo., September 
17, at 9 a. m., before Examiner Archer. With regard to the 
hearings the notice says: 


At these hearings, the brick and shipping interests will be ex- 
pected to submit such complaints and criticisms of the present adjust- 
ment as they may have, with the facts in support thereof, and also 
such proposals as they deem warranted by the circumstances. Simi- 
lar hearings for the receipt of shipper testimony will, if requested, be 
held later at points in eastern trunk-line and New England territories. 
Upon the completion of these hearings, the respondent carriers will be 
given ample opportunity to present their evidence. 

It is believed that the development of the following matters, in 
addition to those mentioned in the notice of May 26, will be of interest: 
(a) The different types of brick manufactured at the respective ori- 
gina: (b) the extent of distribution, including average and extreme 
hauls; (c) the present and prospective volume of business as compared 
with that during the last 10 years; (d) the average loading of articles 
in the uniform brick list, and of common brick, and the different 
methods of loading; and (e) the minimum, maximum, and average 
values at points of origin of the articles in the uniform brick list, 
and of common brick. This is not, of course, intended to be inclusive 
of all pertinent subjects. 

In the interest of conciseness and clear presentation, it is sug- 
gested that the brick interests should agree upon as few witnesses 
as possible to present their evidence, particularly that of general ap- 
plication. 
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Current Topics in 
Washington 





That was something wholly new Presi- 
dent Roosevelt gave the country in the mes- 
sage he sent to the Seventy-Third Congress 
at the end of last week. He talked about 
plans in the execution of which the Seventy- 
Third Congress can have no part. 


Technically, the message was for the Seventy-Third; actu- 
ally, it was for the Seventy-Fourth. That Congress will not 
come into being until next January. The “short session,” about 
which college students, perhaps, will have to do some brow 
wrinkling fifty years from now, 3 abolished by the “lame 
duck” amendment to the Consti m. That addition consti- 
tutes the halo of George W. Norris, of Nebraska. The students 
will corrugate their foreheads because some historian will men- 
tion a “short session’’ without explaining it. 

The message has already been appraised as the platform 
on which the dominant party, in November, will ask continuance 
in power in the congressional elections. Heretofore every alter- 
nate congressional election has been carried on without a party 
platform, so to speak. In presidential years, the candidates for 
Congress, necessarily, have had to conduct their fights on the 
platforms formulated at the national conventions that nominated 
the candidates for president and vice president. A message 
to a dying Congress may hereafter become as regular a thing 
as a platform adopted by a national convention. 

If the message is taken as the party platform, it may be 
said that it differs little from the generalities that constitute 
other platforms; that is to say, it sets forth things that every- 
body will admit are poignantly desired—better housing in the 
big cities, better utilization of lands and water, and security 
against the hazards and vicissitudes of life. But, like other 
platforms, the message lacks specifications, except, perhaps, 
the statement that “next winter we may well undertake the 
great task of furthering the security of the citizen and his family 
through social insurance.” ‘Social insurance,” so far as known, 
has not been defined. It is generally taken to mean retirement 
insurance, such as the great corporations have been providing 
for employes, whether the thing is called “pension” or “retire- 
ment pay.” 

This insurance security, the President assured Congress, 
was not an untried experiment. Lessons of experience, he said, 
were available from states, from industries, and from many 
nations of the civilized world. Some may take exception to the 
words, “from many nations of the civilized world.” 

One criticism of President Roosevelt’s administration is 
that too many of the ideas his brain trusters are trying to put 
off on Americans should be labeled, “Made in Germany,” or 
“Made in Italy,” or “Made in Russia.” Not one of the countries, 
so far as known, has found it necessary to erect barriers against 
Americans trying to crash their gates because they were lands 
of Canaan in comparison with the United States of America. 

A thought in connection with platforms is that they are 
all good. The platform of the king of France who suggested 
two chickens in the pot of every family, and the suggestion 
of President Hoover of two cars in every garage produced a 
glow in the heart of every man who heard the ideas put forth. 

But many a Frenchman starved to death after the optimistic 
king suggested two chickens in the pot and many an American, 
since the Hoover thought was loosed on the public, has pined, 
ineffectually, for even one car. 


New Deal 
in (Presidential 
Messages 





Since the founding of the first 
commercial air line in Switzerland 
in 1922, not one fatal accident has 
occurred in the transportation of 
passengers, mail, or freight. In 
that period a total of more than 
6,000,000 kilometers, 3,600,000 miles, have been flown. 

These facts have been reported by M. W. Altaffer, United 
States consul at Zurich, and made public by the Department 


Swiss Aviators Without 
a Fatal Accident in 
Commercial Flying 
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of Commerce. Despite the natural difficulties faced by aviation 
in the mountainous republic, the Swiss flyers, the consul reports, 
have achieved this notable record of efficiency. There is some 
satisfaction in this record for Americans as will hereinafter 
appear. 

The high standard of aviation in Switzerland, Consul Altaffer 
declares, is due, to a large extent, to the ability of the pilots. 
In the Swissair, the chief air transport company, each of the 
pilots has had from eight to fifteen years’ flying experience. 
All pilots employed by this organization have passed through 
the arduous and rigorous school of military aviation and are 
especially trained in blind flying and landings in the rough 
country general to Switzerland. Furthermore, the pilots have 
been trained in the school of acrobatic flying. 

On the express line—Zurich to Vienna—reputed to be the 
fastest in Europe, American airplanes are employed. These 
planes, the report asserts, because of their performance, have 
greatly improved the position of American aeronautical products 
in Europe. It is reported that the Swissair is so satisfied with 
the results obtained that it is planning to use American planes 
throughout its entire air fleet. 





Americans having lessened 


Tobacco Chewing the chewing of tobacco, the 
licorice industry seems in a 
Decreases and the state of lassitude. About 90 


per cent of the industry’s prod- 
uct is used in tobacco flavor- 
ing, the rest in candy and pharmaceutical products. 

The industry, however, is large enough to warrant the NRA 
in approving a code of fair competition for the two factories 
in it. The code establishes a basic maximum work-week of 40 
hours and a minimum wage of 40 cents an hour. 

This code applies to the employes in licorice-making and 
distribution. They numbered 309 in 1932. In 1928 there were 
323 employes, an employment decline of four per cent. Sales 
fell off 34 per cent in that time, according to NRA statistics, 
from $4,182,000 to $2,571,000. Capital invested is reported as 
totaling $7,500,000. 

A thought in connection with this industry that may pop 
into the heads of the middle aged and beyond is that licorice 
sticks are not the school age delicacy they once were. From 
that it is easy to get the idea that the industry, in its heydey, 
did not pay enough attention to the school children. Tobacco, 
apparently, was the thing to be thought about. A salesman of 
extraordinary ability might be able now to think of new ways 
to acquaint this adolescent generation with the delights of 
licorice as a candy as well as something of definite medicinal 


value. 


Licorice Industry Languishes 





Silence, apparently, is golden, for 
railroad traffic managers in the row 
about crude oil pipe line rates Louisiana 
and Arkansas refiners hope to start in 
respect to the tariffs of big pipe line 


Seemingly No Time 
for Railroad Talking 


in Oil Fight companies proposing reductions in rates 
on crude petroleum that are worth talk- 
ing about. (Elsewhere in this issue.) At first glance it might 


be inferred that the railroad traffic managers would hop right 
into the middle of the shindy. 

Second looking, it is believed, will indicate why, perhaps, 
the hopping has not begun. A railroad asking for the suspen- 
sion of the pipe line tariffs, it might be suspected, would have 
a hard time to convince the refinery company Owning one of 
the pipe line companies that it should ship any of its refined 
products over its rails. 

For years the railroads have kept their hands off the pipe 
lines. Almost, if not altogether, from the first construction of 
pipe lines, the railroads have proceeded on the assumption that 
they could not compete with them. They argued, therefore, 
it is believed, that it would be good policy for them to keep 
hands off pipe line matters and fight for the transportation of 
the refined products. It was then assumed that pipe line trans- 
portation of refined products was out of the question. Pipe 
lines, as they were laid at the beginning, could not be made 
tight enough for gasoline or even kerosene. 

Until the internal combustion engine, mounted on four 
wheels to make a highway vehicle, came along, the chief con- 
cern about gasoline was as to where it could be dumped or 
otherwise disposed of, kerosene being the desired product. 

Now, however, pipe lines can be laid that will carry gasoline. 
Some old crude lines, no longer profitable for the transporta- 
tion of crude, have been converted into gasoline lines, Thereby 
railroads have lost even the satisfaction of transporting some 
of the fuel of one of their most potent competitors—the truck. 

Even that, seemingly, has not created a situation warranting 
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railroad traffic managers diving head first into a pipe line rate 
disturbance, at this writing. 


Plates are being prepared at the gov- 
ernment’s money factory, Bureau of En- 
graving and Printing, that will remove 
the paper money of the country from the 
list of things that convey untruths. 

The new plates will not carry the 
old legend “payable in gold.” Instead, the promise will be that 
the notes will be redeemed in “legal tender.” There will be no 
specification as to what constitutes legal tender. Silver cer- 
tificates will continue to promise redemption in silver. The 
notes, hitherto redeemable in gold, when re-issued, will contain 
the new promise to pay in legal tender. 

When the country goes back to the use of gold as currency, 
it will not be necessary to alter the new plates, for, when gold 
is restored to its old place, it is inconceivable that it will not 
be legal tender and, therefore, good for the redemption of 
the notes put out while gold was on the index prohibitorum. 
—A. E. H. 


Soon Paper Money 
Will Cease to 
Be a Fibber 


PIPE LINE RATES PROTEST 
The Trafic World Washington Bureau 


A novel proposition has been laid before the Commission 
in a protest against and request for the suspension of tariffs of 
pipe line companies, which propose reductions in the rates for 
the transportation of crude oil. The protect is by John E. Shat- 
ford, president of the Louisiana-Arkansas Refiners’ Association 
and members of the Planning and Coordination of the coded 
petroleum industry (see Traffic World, May 26, p. 998). It is 
the first request, so far as the card index record of the Commis- 
sion discloses, for the suspension of a pipe line rate. 

The request is not only for suspension but for the exercise 
by the Commission of its minimum rate power, the request being 
founded upon an argument that the proposed reductions put “in 
jeopardy the rate structure” of the railroads and “tend to pre- 
cipitate rate wars.” The argument to that effect was made 
in the request for suspension filed by his attorneys, R. Grantville 
Curry and Frederick M. Dolan, for many years examiners for 
the Commission. They declare that this is the first case of its 
kind and involves important new questions of law and fact. 
They refer to the fact that in only one case before the Com- 
mission since it has had jurisdiction over pipe line companies, 
Brundred Brothers vs. Prairie Pipe Line Co., 68 I. C. C. 458, 
decided in 1922, has it been called upon to exercise its power 
over the rates, regulations and practices of a pipe line company. 

Intercorporate relationships between pipe line companies 
and oil companies in the present case, declares the Shatford 
protest, complicate the problem and call for consideration of 
intercorporate transactions and careful scrutiny of costs, values 
and earnings. In support of that proposition the protest cites 
Smith vs. Illinois Bell Telephone Co., 282 U. S. 133 (51 S. Ct. 
Rep. 65). 

There is clearly lacking specific information before the 
Commission or a general background of information obtained 
from previous investigations or other cases that would justify 
the far-reaching and fundamental changes sought to be effected 
by the proposed reductions here in question, according to the 
request for suspension. Such information as is available, it 
continues, indicates the serious question presented, the lack of 
justification of the proposed reductions, and the importance of 
the exercise by the Commission of its powers to suspend rates. 

The request for suspension presents a picture of a contest 
between refiners located in producing fields or near them with 
a short pipe line or rail haul on the inbound crude and a long 
outbound haul on the refined products, on the one hand, and the 
refiners located near the markets of consumption with long 
inbound hauls on the crude, by pipe lines, and short rail hauls 
on the products to markets, on the other. According to the pro- 
test there are about 300 refineries in the southwest at points of 
crude production which transport their products to market by 
rail, The protest asserts that a considerable part of their volume 
of refined products moves out over rail lines paralleled by pipe 
lines transporting crude to the same markets. The protest de- 
clares there are about 40 refineries at the interior markets, par- 
ticularly the refiners at points in the Chicago switching district. 

“The proposed reductions,” declares the request for sus- 
pension, “will have a far-reaching and vital effect. They will 
either shut out the field refiners (the name given refiners who 
are members of the protesting association) from the markets 
reached by the crude oil pipe lines with the result that their 
investments will be partially destroyed and the railroads will 
lose heavily in tonnage, or the railroads will be forced to cut 
their rates to retain the traffic and thus suffer heavy losses in 
revenue, .,. At this time when the railroads are in a precarious 
financial condition and when they are reducing rates to meet 
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truck and water competition they will find it difficult, if not 
impossible, to recoup the enormous losses in revenues which 
must necessarily follow if the proposed reductions in pipe line 
rates are permitted to become effective.” 

To illustrate the “destructive effects of the proposed reduc. 
tions” the protest sets up an example. It took a refinery in 
the Chicago switching district, having a daily refining capacity 
of 10,000 barrels, receiving its crude by pipe line from points 
in Texas. The refinery markets its products in the Chicago 
switching district, northern Illinois, Wisconsin, Minnesota, Mich- 
igan and northern Indiana. The Texas Pipe Line Co., the protest 
said, proposed to cut its present rate from Longaker, Tex., to 
Chicago, 13.5 cents a barrel, making a saving to the example 
refinery of $1,350 a day or $486,500 a year. That sum, the 
protest estimates, would be 65 per cent of the investment in the 
plant. If the example refinery chose to undertake to extend its 
market, it would have an advantage of half a cent a gallon in 
its gasoline with which to fight in the competition with the 
field refinery. The railroads, the protest asserts, would have 
to cut their rates so as to reduce their revenue $40 a tank car, 
if they desired to keep the field refiner using their facilities 
in the market around Chicago. 

Downward revision of the rates on gasoline, the protest said, 
would involve necessary readjustment in rate structures through- 
out a wide rate territory, “with tremendous losses which the 
carriers can ill afford to suffer.” 

In addition to the illustration given, the protest said that 
another example of the danger to the railroad rate structure 
was to be found in the effect such a cut in railroad gasoline 
rates would have upon the rates of the gasoline pipe lines such 
as the Great Lakes Pipe Line Co and the Phillips Pipe Line Co., 
transporting gasoline from Texas and Oklahoma to the distribu- 
tion territory under consideration. Those pipe lines, the protest 
asserts, have already diverted 50,000 barrels of gasoline a day 
from the railroads with a loss in rail revenue of $30,000 a day. 
The protest suggested that they would be compelled to reduce 
their rates if the rail linese were forced to cut their rates “and 
thus further demoralize the rail rate structure with destructive 
effects upon railroad revenues.” The protest said the Commis- 
mission should suspend so as to afford relief under the mini- 
mum rate power. 

The protest calls attention to the fact that an investigation 
of pipe line rates and practices is being made by the Planning 
and Coordination Committee, one of the organizations helping 
Administrator Ickes enforce the petroleum code. It suggests 
that the Commission suspend the tariffs and get the benefit of 
that investigation. 

A suggestion in the protest is that inasmuch as the pipe 
line companies proposing the reductions are stock-controlled 
subsidiaries of large refining companies the effect of the pro- 
posed reduction in the income of the pipe line companies may 
be to defeat the purposes of the revenue act of 1934. That act 
eliminates consolidated income tax returns and imposes a 4 
per cent tax upon transportation by pipe line companies. Re- 
duction in the revenues of pipe line companies, it suggests, will 
reduce the amount paid under that 4 per cent tax on trans- 
portation, without any effect on the income of the proprietary 
companies, on the theory that the:transactions between parent 
company and subsidiary are bookkeeping transactions. 

Answering the protest and request for suspension of the 
proposed reduced pipe line crude oil rates made by Louisiana 
and Arkansas refiners, R. S. Ellison, for the Stanolind Pipe Line 
Co., said: 

“Our reasons and justification for reduced tariffs, I. C. C. 
No. 38, and others, are as follows: The Railroad Commission 
of Texss on December 1, 1933, ordered reduction in pipe line 
tariffs from practically all Texas fields to Gulf Coast and other 
Texas refining centers, which tariffs were adopted by various 
pipe line companies operating in Texas. For some time three 
interstate pipe lines, namely, Magnolia, Shell and Texas-Empire, 
transporting oil from midcontinent area to Chicago and St. 
Louis districts, have had materially lower rates than ours from 
well point to point of destination. The new rates filed are prac- 
ticable, reasonable and equitable in view of our past operating 
experience and costs and will yield a fair return without dis- 
criminating against shippers, localities, or competing lines. Have 
not received copy of protest, but on its receipt will advise you 
(the Commission) of such additional statements as we wish to 
make on this matter.” 





HAMPTON & BRANCHVILLE CLAIM 


The Senate has passed S. 3294, conferring jurisdiction on 
the United States Court of Claims to pass on the claim of the 
Hampton & Branchville Railroad Co., of Hampton, S. C., against 
the United States for $4,306.51, representing the amount of a 
judgment the government obtained against the company under 
the guaranty provisions of section 209 of the transportation act 
of 1920. The carrier claims it was not subject to section 209. 
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COMMISSION REPORTS 


Lath 


No. 26231, J. H. O’Melia Lumber Co. vs. M. St. P. & S. S. M. 
et al. By division 2. Reparation from Soo Line of $212.64 
awarded on the finding carload shipments of lath, Lugerville, 
Wis., to Marquette, Mich., misrouted, in November, 1931. Rate 
over route over which shipment should have moved was 17 
cents. Charges collected at rate of 27.5 cents. 


Oil Well Supplies 


No. 20285, Cranfill Brothers Drilling Co. et al. vs. A. T. & 
S. F. et al. embracing also No. 26204, E. W. Jones Drilling 
Co. vs. Same. Supplemental report of the Commission. By 
division 5. On further consideration findings in former report, 
195 I. C. C. 198, modified, case having been reopened to con- 
sider rates charged on four carloads of oil-well supplies shipped 
from Pampa, Tex., to Shawnee, Okla., reconsigned to Seminole, 
Okla., and delivered between December 28, 1926, and January 
1, 1927, brought in issue in No. 26204. The claim as to these 
rates Was covered by Docket No, 20285 but was not included in 
the prior report, and No. 20285 was reopened for the sole pur- 
pose of disposing of the issues as to these four shipments. Rates 
involved found not unreasonable. No. 26204 dismissed. 


Beans 


No, 25999, J. E. Corcoran et al. vs. A. C. L. et al. By divi- 
sion 5. Rate, beans, carloads, Canal Point, Fla., to Pittsburgh, 
Pa., unreasonable to ‘the extent it exceeded the aggregate of 
intermediates of 78 cents, minimum 20,000 pounds, to Jackson- 
ville, Fla., and 51 cents a hamper, beyond. Rates, Delray Beach, 
Parrish and Pompano to Pittsburgh on beans and peppers, not 
shown to have been unreasonable. Shipments were made be- 
tween January’ 30 and April 30, 1929. Reparation of $13.80 
awarded. Commissioner Porter dissented, from the award of 
reparation, pointing out that the complainant had not shown 
the weight of shipments on which reparation was awarded and 
that the Commission had used an estimated weight differing 
from the estimated weight used in another bean case. 


Oils and Greases 


No. 26015, Albuquerque Oil & Gasoline Co., Inc., vs. A. T. 
& S. F. et al. By division 2. Applicable rates, lubricating oils 
and greases, carloads, Carteret, N. J. McClintock and Emlen- 
ton, Pa., to Albuquerque, Santa Fe, Las Vegas, Socorro, Belen, 
Los Lunas and San Marcial, N. M., determined to have been 
as follows: $1.28 to Albuquerque, Belen and Los Lunas; $1.36 
to Santa Fe, and $1.38 to Las Vegas. Applicable rates found 
to have been unreasonable in the past and for the future to 
the extent they exceeded or might erceed 83 cents to Belen, 
85 cents to Los Lunas and Albuquerque, and 88 cents to Santa 
Fe and Las Vegas. Further found that the applicable rates to 
Socorro and San Marcial were $1.255 and $1.245, respectively. 
Those rates found unreasonable for the future to the extent 
they may exceed 83 cents. New rates are to be effective not 
later than September 7. Reparation awarded. The complaint 
alleged the rates over rail-water routes on and after July 1, 
1929, were ‘inapplicable and after May 17, 1931, the applicable 
rates were unreasonable. Commissioner Splawn dissented be- 
cause “the facts stated in the report are not sufficient in my 
opinion to warrant the findings made.” 


Stearic Acid 


No. 25280, A. Gross & Co. vs. Lehigh Valley et al., and a 
sub number, Same vs. B. & O. et al. By the Commission. Dis- 
missed. Upon reconsideration, finding in the former report, 198 
I. C. C. 397, that fifth class rates charged on commercial stearic 
acid, carloads, Newark, N. J., to destinations in official territory 
were and are inapplicable, reverse. The new finding is that the 
fifth class rates were and are applicable. In the former finding 
the Commission held that this commercial stearic acid was en- 
titled to sixth class rates also applicable on stearine on the 
theory that they were the same thing. In this report the Com- 
mission points out that pure stearic acid is a laboratory product 
and not shipped commercially; that the commercial stearic 
acid involved in this proceeding is the only stearic acid known 
to the carriers and therefore the thing to which their classifica- 
tion rating of fifth class related. Commissioner Miller wrote 


a concurrence and Commissioner McManamy, a dissent. Com- 
missioners Farrell and Porter joined in the dissent. 
Topless Turnip Roots 
No. 26122, Iron City Produce Co., Inc., vs. A’ C. L. et al. 


Charges collected, $403 on one car and $383.80 
on another, in April, 1932, turnip roots, without tops, carloads, 
Barwick, Ga., to Pittsburgh, Pa., inapplicable. Applicable charges 
found to have been those which would have resulted from the 
imposition of a rate of 95 cents a hundred pounds, at an esti- 


By division 3. 
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mated weight of 45 pounds a standard bushel hamper, one cent 
a hundred emergency charge, $16 a car for icing and 95 cents a 
hundred pounds for extra icing. Applicable rates and charges 
not unreasonable or unduly prejudicial. Reparation of $207.03 
awarded, Chairman Lee wrote a dissent. 


Coal Emergency Charges 

No. 26135, Central West Coal Co. vs. B. & O. et al. By divi- 
sion 5. Dismissed. Complainant not shown to have been dam- 
aged by emergency charges, coal, Menominee, Mich., to destina- 
tions in Wisconsin, when either no charges or lower charges, 
were assessed for intrastate transportation from Wisconsin docks 
to the same destinations. Defendants found not liable for any 
damages that may have been caused by the maintenance or non- 
maintenance of such charges, imposition or non-imposition of 
the emergency charge of 6 cents a ton on intrastate coal in 
Wisconsin having been in conformity with the orders of the Wis- 
consin commission. Commissioner Farrell, concurring, said the 
dismissal should have been based only on a finding that the 
undue prejudice alleged in the complaint had not been estab- 
lished. 

Sand Reparation 

No. 20828, Lebanon Steel Foundry vs. Pennsylvania et al. 
By the Commission. Upon further hearing, amount of repara- 
tion due complainant under prior findings, 188 I. C. C. 99, as to 
reparation on sand from points in New Jersey within group 1 
to Lebanon, Pa., determined to be $7,529.81. Commissioner 
Mahaffie dissented. 


Molding Sand Reparation 


No. 21091, Sawbrook Steel Castings Co. vs. C. B. & Q. et al. 
By the Commission. Upon further hearing amounts of repara- 
tion due complainant under the prior findings, 188 I. C. C. 99, 
as to reparation on molding sand from Ottawa, Ill., to Lockland, 
O., determined. Commissioner Mahaffie wrote a dissent for the 
reasons stated in his dissent in the original report. Commis- 
sioner Miller noted a dissent. 


Molding Sand Reparation 


No. 22053, Cadillac Malleable Iron Co. vs. Ann Arbor et al. 
By the Commission. Upon further hearing determined that 
the complainant was entitled to reparation of $3,052.93 on ac- 
count of the findings as to rates on molding sand from Bliss- 
field, Zanesville, and other points in Ohio to Cadillac, Mich., con- 
tained in the prior report, 188 I, C. C. 99. Commissioner Mahaffie 
dissented. 

Granite Curbing 


No. 25966, John F. Casey Co. et al. vs. Georgia R. R. & 
Banking Co. et al. By division 3. Rate, granite curbing, Greens- 
boro, Ga., to Brilliant Hill Siding, Pa., unreasonable to the extent 
it exceeded $6.20 a net ton. Reparation awarded. Shipments 
were made between April and August, 1931. 


Cypress Piling 


No. 26114, Edwards Land & Timber Co. vs. G. M. & N. et al. 
By division 5. Rate charged, cypress piling, Alamo, Tenn., to 
Napoleon, Mo., on shipments between February 26 and March 
4, 1931, inapplicable. Applicable rate found to have been 31.5 
cents. Reparation of $60.84 awarded. Commissioner Farrell 
wrote a concurrence in part and Commissioner Mahaffie wrote a 
dissent. 

Fresh Strawberries 


No. 26189, M. Crelinsten & Sons et al. vs. Railway Express 
Agency, Inc. Express rates, fresh strawberries, carloads, Plant 
City, Bowling Green and Lakeland, Fla., to Montreal, Quebec, 
unreasonable for that part of the transportation within the 
United States to the extent they exceeded $3.70 from Plant City 
and Lakeland, and $3.78 from Bowling Green. Reparation 
awarded. Shipments were made between March 16, 1931, and 
February 20, 1933. 

Box Lumber 


No. 26212, T. W. Kent, receiver, Roseland Box Co., Inc., vs. 
I. C. et al. By division 3, Dismissed. Rates charged, box lum- 
ber, box material, crate material, box shooks, boxes, and crates, 
knocked down, in bundles, in straight or mixed carloads, Rose- 
land, La., to points in Texas, found applicable, and not shown to 
have been unreasonable or in violation of section 4 of the inter- 
state commerce act. 


Pipe and (Pipe Fittings 
No, 26054, American Cast Iron Pipe Co. vs. A. B. & C. et al., 
and a sub-number, Same vs. Central of Georgia et al. By divi- 
sion 2. Title complaint dismissed. Found in that case that 
the applicable rate, cast iron pipe and fittings, Birmingham, 
Ala., to Rochester, Vt., have not been shown to have been un- 
reasonable. Shipment was made October 10, 1931. In the sub- 
























































































PAGE 1126 


number the Commission found the rate charged on like traffic, 
Birmingham, Ala., to Van Buren, Me., was inapplicable, and that 
the applicable rate was $14 a net ton. Reparation of $1,395.94 
awarded against all defendants except the Bangor & Aroostook. 
Shipments in that case were delivered in March, 1931. 


Structural Iron and Steel Articles 


No. 25859, Lorenz Co. et al. vs. G. N. et al. By division 3. 
Rate, structural iron and steel articles, carloads, San Francisco, 
Calif., and Portland, Ore., to Klamath Falls, Ore., over inter- 
state routes unreasonable prior to August 23, 1932, and April 
15, 1933, but not thereafter to the extent it exceeded 57 cents 
subject to the addition of authorized emergency charges on ship- 
ments on and after January 4, 1932. Reparation awarded. Com- 
missioner Miller, dissenting, said there was no sound basis 
for a finding that a rate of 57 cents was within the zone of 
reasonableness but that a rate of 60 cents involved in this 
case was without that zone. 


TRUSTEES’ COUNSEL COMPENSATION 


The Commission, in Finance No. 10008, St. Louis-San Fran- 
cisco Railway Co. reorganization, has approved $18,000 a year 
as the maximum compensation that may be paid to Joseph W. 
Jamison, commencing May 19, as counsel for the trustees of 
that company. The Commission acted upon a petition filed by 
the counsel in the federal court for the eastern division of the 
eastern district of Missouri, the one having charge of the reor- 
ganization, for compensation in that amount. A copy of the peti- 
tion was forwarded to the Commission for its action thereon. 


K. C. S. TRACK RELOCATION 


The Commission, by division 4, in Finance No. 10498, applica- 
tion of Kansas City Southern Railway Co., has decided that the 
relocating of a short part of the line of the applicant, less than a 
quarter of a mile from its present situs, does not constitute the 
construction of a new line or the abandonment of a line, within 
the meaning of section 1 (18) of the interstate commerce act. 
. has therefore dismissed the application, for want of jurisdic- 
tion. 

The dismissal is made and the reason therefore set forth 
in an order, not a report and order. The dismissal was made 
at the request of the Kansas City Southern for a determination, 
by the Commission, of the question of jurisdiction in a situa- 
tion of this sort, before the carrier was required to make the 
usual publication of its desire to build and abandon, or to file 
a return to the customary questionnaire. 

A section of the applicant’s line, 1.36 miles long, in Cass 
county, Mo., was designated for abandonment, its place to be 
taken by a new track, about 0.21 of a mile away. The Commis- 
sion said that the relocation of the track, in the circumstances 
disclosed in the application, did not constitute the construc- 
tion of a new line or the abandonment of a line. 


FRISCO ABANDONMENT 


In Finance No. 9966, St. Louis-San Francisco Railway Co. 
abandonment, the Commission, by division 4, has authorized the 
carrier named to abandon a branch line extending from Goltra to 
Sligo, Mo., a distance of about 5.4 miles, The branch which 
connected with the Sligo & Eastern, a road that has been aban- 
doned, was built by a furnace company incident to the develop- 
ment of iron ore deposits in the tributary territory. The fur- 
nace has been abandoned and the virgin timber in the territory 
has been cut out. The Commission said the branch appeared to 
have served the purpose for which it was built and that there 
was no evidence to show that it ever could be operated profit- 
ably, its traffic consisting of occasional carloads of mine props, 
railroad ties and cordwood. 


FRISCO BONO ABANDONMENT 


The St. Louis-San Francisco Railway Co. and its trustees 
have been authorized by the Commission, division 4, in Finance 
No. 10157, St. Louis-San Francisco Railway Co. abandonment, 
to abandon the so-called Bono branch in Craighead, Poinsett, 
and Jackson counties, Ark., extending from a connecting with the 
Frisco’s Kansas City-Memphis line at Bono Branch Junction 
southerly to Algoa, approximately 35.6 miles. Opposition to 
the granting of the application was presented on behalf of the 
residents of the area traversed and shippers. The line was 
constructed in sections between 1889 and 1907 for the purpose 
of removing timber. The applicants said that the timber re- 
sources had become largely exhausted; that agricultural develop- 
ment had not been and would not be sufficient to furnish any 
substantial volume of tonnage; that good highways through the 
area had resulted in the handling of much traffic by trucks; and 
that the line had been operated at a loss for several years and 
had become a burden on interstate commerce. The Commission 
said that from the facts of record it apepared that the Bono 
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branch had been operated at a substantial deficit and that there 
was no reasonable probability of a sufficient increase in the 
traffic to offset the losses incurred in the past. The Commis. 
sion agreed with the suggestion that in the event of abandon. 
ment the shippers be accorded a reasonable time to accumulate 
and ship their traffic and it made its certificate authorizing 
abandonment effective December 31, 1934. 





1.-G. N. ABANDONMENT 


Declaring that the fact that communities have made con. 
tributions to aid in the construction of a railroad cannot be made 
controlling in abandonment proceedings and that the laws of 
Texas forbidding the abandonment of operation of railroads can. 
not restrict the jurisdiction of the Commission, Examiner R. R. 
Molster, in Finance No. 10283, International-Great Northern Rail- 
road Co. abandonment, has recommended that the Commission, 
by division 4, permit the abandonment of the applicant’s branch 
extending from Calvert Junction to Calvert, Tex., a distance of 
5.25 miles. Asserting that Calvert, the only town on the branch, 
was adequately served by other transportation facilities and that 
highways had taken traffic from the branch to such extent it 
could not be operated except at a substantial loss, the examiner 
said the I.-G. N. should be permitted to save itself loss by aban- 
donment of the branch. 


PETITIONS FOR REHEARING, ETC. 


Finance No. 8480, Application Kansas City Terminal for certifiate 
of convenience and necessity for construction and extension of its 
line between certain points in Kansas City, Mo. Applicant asks for 
extension of time for completion of such extension and keeping alive 
and in force order entered heretofore to and including December 
31, 1934. 

* No. 25413, Skelly Oil Co. vs. A. & S. et al., Shell Petroleum Cor- 
poration, intervener, asks for postponement of effective date of rates 
to become effective under Commission’s order on or before July 26, 
1934. 

No, 25413, Skelly Oil Co. vs. A. & S. et al., Shell Petroleum Cor- 
poration, intervener, asks for reconsideration, rehearing and reargu- 
ment of Commission’s decision and order of April 14, 1934. 

No. 23823, Gypsum Association et al. vs. A. T. & S. F. et al., and 
No. 17006, Upson Co. vs. A. A. et al., consolidated therewith; Agents 
E. B. Boyd and F. A. Leland on behalf of defendants, asks for fur- 


ther postponement of effective date of orders entered May 7, 1934, 
for an additional period of 90 days. aoe 
No. 11703, Intrastate Rates Within State of Illinois. Louisville 


and Nashville R. R. and the Mobile and Ohio Railroad Company (C. 
E. Ervin and T. M. Stevens, receivers), ask the Commission to 
further suspend its order of November 13, 1920. in so far as it applies 
to transportation of passengers on their lines in Illinois state com- 
merce. 

No, 18364, Georgia Public Service Commission vs. A. C. L. R. R. 
The Wilson Cypress Co., Wilson Lumber Co. of Florida, and F. S. 
Buffum Co., Inc., ask for modification of~the final order as to certain 
specified intrastate rates to Palatka, Perry and Jacksonville, Fla. | 

- & S. No. 3130 et 21., Consolidated Stone Cases. The carriers 
in Official territory have asked for reconsideration of the finding 
in No. 23683, H. E. Fletcher Co. vs. Boston & Maine. 

No. 22114, Whitacre-Greer Fireproofing Co. vs. A. C. L. et al. 
Complainant asks for reopening, reconsideration and/or reargument. 

No. 25112, Pan American Feed Co. vs. Santa Fe et al., and 25611, 
Same vs. Same. Complainant asks for reconsideration by the entire 
Commission in the matter of reparation on shipments of animal feed. 

No. 25413, Skelly Oil Company vs. Abilene & Southern et al. De- 
fendant carriers in Western Trunk Line and Southwestern territories 
ask for postponement of the effective date of the Commission’s order 
from July 26, 1934, until December 31, 1934. 

Nos. 23314, Corporation Commission of North Carolina vs. Aber- 
deen & Rockfish et al., 23436, Railroad Commission of South Carolina 
vs. Alcolu Railroad et al., and 23420, Transportation Bureau of Spar- 
tanburg Chamber of Commerce vs. A. G. S. et al. The defendant 
carriers ask for reopening, rehearing or reconsideration, and for post- 
ponement of effective date of orders therein. 

No. 23347 (and Sub. Nos. 1 and 2), The Brunswick-Balke-Collendar 
Co. et al. vs. D. L. & W. et al. Complainants ask for reopening and/or 
reconsideration by the Commission in the light of evidence presented 
in Docket Nos. 25721 and 25724. 

No. 25566, Rates on Bituminous Coal within state of Ohio. The 
Baltimore & Ohio, New York Central, Pennsylvania and Wheeling & 
Lake Erie lines ask for modification of the Commission’s order of 
May 2, 1933, to permit the establishment of same rate of $1.54 a net 
ton from Middle and Massillon Districts to Oberlin, Ohio, via New 
York Central, as is maintained via Wheeling & Lake Erie. 


KELLOGG DIRECTORSHIP 


Oliver E. Sweet, director of the Bureau of Finance of the 
Commission, has raised question as to Commission approval of 
an application of Frank B. Kellogg, formerly U. S. senator from 
Minnesota and Secretary of State, to hold the position of direc- 
tor of the Chicago, Burlington & Quincy and Colorado & South- 
ern in addition to holding his position as general counsel for the 
Duluth, Missabe & Northern. Mr. Sweet said he did not think 
the Commission would approve the application because, under 
its consolidation plan, the D. M. & N. was grouped with the 
Milwaukee system, and that if Mr. Kellogg served as director 
of the Burlington system, this would be contrary to the policy 
of the Commission, 


CHANGES IN DOCKET 


Hearing in No. 26313, Carolina Shippers’ Association, Inc., et al. 
vs. C. & O. et al., assigned for June 15 at Greenville, N. C., before 
Examiner Shanafelt, was canceled and reassigned for July 20 at 
Greenville, N. C., before Examiner Shanafelt. 
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Proposed Reports in I. C. C. Cases 





WESTBOUND RATES ON MEATS 


XAMINERS Chester E. Stiles and Arthur §S. Parker have rec- 

ommended that the Commission dismiss complaints involving 
rates on fresh meats and packing house products which they 
have grouped under the title Westbound Rates on Meats, on a 
finding that the assailed rates are not, with exceptions, unreason- 
able, unduly prejudicial or preferential. They made No. 23604, 
St. Louis Independent Packing Co. et al. vs. A. T. & S. F. et al. 
the title case. Eighteen complaints were grouped together and 
heard upon a single record. 

Summarized, the examiners said the Commission should 
find rates on fresh meats and packing house products to nine 
Pacific coast and intermountain states, from packing plants ex- 
tending from Buffalo, N. Y., to Ogden, Utah, and from Fort 
Worth, Tex., to St. Paul, Minn., and Butte, Mont., except certain 
rates from Butte, not unreasonable, and certain of them not 
unduly prejudicial or preferential. 

The examiners recommended that the Commission find that 
the rates assailed in No. 26082, Hansen Packing Co. vs. C. M. 
St. P. & P. et al., on fresh meats from Butte, are and for the 
future will be unreasonable to the extent they exceed $1.39 to 
Twin Falls, and $1.55 to Boise and Nampa, Ida. They said the 
Commission should find the rates on packing house products 
from Butte unreasonable to the extent they may exceed 66 cents 
to Pocatello, Ida.; 79 cents to Twin Falls, Ida., and Ogden, Utah; 
89 cents to Boise, and 91 cents to Nampa. 

A further recommendation is that the Commission find un- 
reasonable the maintenance by the defendants in No. 26221, 
American Packing & Provision Co. vs. A. T. & S. F. et al., of 
rates on lard in tank cars from Ogden to points in California 
higher than contemporaneously maintained on lard in packages 
to the extent of that excess. The rate the examiners recom- 
mend for condemnation is $1.12. 

This group of eighteen complaints, the examiners said, 
alleged the rates were unreasonable. In addition they said six 
of the complaints contained allegations of undue preference 
and prejudice. In complaints concerning rates from Denver, 
Colo., Omaha and Ogden the rates were alleged to be unduly 
prejudicial to the complainants because not properly related to 
the rates on cattle, hogs and sheep, resulting in preference for 
slaughterers in the destination states. In No. 25443, Armour 
& Co. et al. vs, A. T. & S. F., it was alleged that undue preju- 


dice to Duluth, Minn., and Grand Forks, N. D., and undue pref-- 


erence of competing slaughtering points would result if changes 
in the rates on meats from the competing points were not ac- 
companied by corresponding changes in the rates from those 
points. Thirteen of the complaints, the examiners said, sought 
reparation. 

Allegations respecting the reasonableness of the rates on 
mixed carloads, the examiners said, were not directed against 
the rules governing the mixtures. Therefore, they added, the 
complainants said they would be satisfied by the prescription 
of reasonable rates on fresh meats. 


While some of the complaints covered origins east of Chi- 
cago, the examiners said it was stated that unreasonableness 
was not alleged with respect to the portion of the rates apply- 
ing east of Chicago and that because of the manner in which 
the rates were published reductions in rates from Chicago would 
automatically reduce the rates from the more easterly points. 
Therefore they made no further reference to the origin points 
east of Chicago. 

Diversity of opinion among the complainants as to the ex- 
tent of the unreasonableness of the assailed rates, the exam- 
iners said, was indicated by the rates sought, Armour & Co., 
they said, sought rates on packing house products lower than 
the rates on livestock and rates on fresh meats which were no 
definite percentage of the rates on packing house products, 
the rates to be determined in accordance with a formula sub- 
mitted in behalf of that company. Interior Iowa packers, they 
said, sought for the future rates on packing house products 
the same as on livestock and on fresh meats 120 per cent of 
those rates. Reparation was sought on a basis not to exceed 
110 per cent of the rates prescribed for the future. Oscar Mayer 
& Co., with plants at Madison, Wis., and Chicago, the examiners 
said, asked rates on packing house products the same as on 
livestock and rates 118 per cent thereof on fresh meats. Wichita, 
Kan., interests, they added, sought rates on packing house 
products the same as on livestock and rates 140 per cent there- 








of on fresh meats, the spread in rates, Wichita under Kansas 
City, westbound to be the same as obtained, Kansas City under 
Wichita, in the eastbound adjustment. The Omaha complain- 
ants, the examiners said, asked for rates on packing house ° 
products equal to 90 per cent, and on fresh meats, 110 per cent 
of the rates on livestock. 

This report embraces No. 23735, John Morrell & Co. et al. 
vs. A. T. & S. F. et al.; No. 23735 (Sub. No. 1), Oscar Mayer & 
Co. vs. Same; No. 23868, Swift & Co. et al. vs. Same; No. 23868 
(Sub. No. 1), Cudahy Packing Co. vs. Same; No. 23868 (Sub. No. 
2), Wilson & Co., Inc., et al. vs. Same; No. 23868 (Sub. No. 3), 
Blaney-Murphy Co. et al. vs. Same; No. 23868 (Sub. No. 4), Hy- 
grade Food Products Corporation vs. Same; No. 23868 (Sub. No. 
5), Armour & Co. et al. vs. Same; No. 23868 (Sub. No. 6), West- 
ern Meat Co. et al. vs. Same; No. 23868 (Sub. No. 7), Kohrs 
Packing Co. vs. Same; No. 23868 (Sub. No. 8), Denver Live 
Stock Exchange et al. vs. Same; No. 25443, Armour & Company 
et al. vs. Same; No. 25443 (Sub. No. 1), Duluth Chamber of 
Commerce et al. vs. Butte, Anaconda & Pacific et al.; No. 25957, 
Union Stock Yards Company of Omaha, Ltd., et al. vs. A. T. & 
S. F. et al.; No. 26082, Hansen Packing Co. vs. Oregon Short 
Line et al.; No. 26083, Hansen Packing Co. vs. C. M. St. P. & 
P. et al.; and No. 26221, American Packing & Provision Co. 
et al. vs. A. T. & S. F. et al. 


PROPOSED REPORTS 


Live Poultry 


No. 26184, Colorado Poultry Association et al. vs. D. & R. 
G. W. et al. By Examiner L. H. Dishman. Dismissal proposed. 
Rates, live poultry, carloads, Delta Hotchkiss, Grand Junction 
and Rifle, Colo., to Los Angeles, Calif., not unreasonable. Ship- 
ments covered by the complaint were made between November 
18, 1930, and January 27, 1932. 


Hammered Granite 


No. 26294, Mt. Waldo Granite Corporation vs. Bangor & 
Aroostook et al. By Examiner George M. Curtis. Dismissal 
proposed. Combination rates charged, hammered granite, Frank- 
fort and Mt. Waldo, Me., to Washington, D. C., and Rosslyn, 
Va., not unreasonable. Shipments were made between Novem- 
ber 2, 1931, and February 4, 1933. 


Tankage 


No. 26299, Darling & Co. vs. Baltimore & Ohio et al. By 
Examiner Alfred G. Hagerty. Dismissal proposed. Rates, tank- 
age, trunk line and New England territories to Buffalo, N. Y., 
not unreasonable. Complaint, filed December 4, 1933, asked for 
reasonable rates and reparation. The examiner said that rates 
for the future were prescribed in Eastern Fertilizer Cases, 198 
I. C. C, 483, decided January 18, 1934, after the complaint in 
this case was filed. 

Grain and Products 


No. 26350, Athens Grain Co. vs. L. & N. By Examiner John 
McChord. Dismissal proposed. Rates ultimately applied, two 
mixed carload grain and grain products, shipped in September 
and October, 1930, Nashville, Tenn., to Athens, Ala., not shown 
to have been inapplicable, 


Peanut Butter 


No. 26351, Williamson Candy Co. vs. C. M. & St. P. & P. 
et al. By Examiner Herbert P. Haley. Dismissal proposed. 
Rate charged, peanut butter, in glass, in carton, shipped in a 
pool car with various other commodities, in April, 1932, Chicago, 
Ill., to Salt Lake City, Utah, not unreasonable. 


Cream of Wheat Farina 


No. 26362, Cream of Wheat Corporation et al. vs. Ann Arbor 
et al. By Examiner John J. Crowley. Dismissal proposed. 
Rates, cream of wheat farina manufactured from wheat originat- 
ing in trans-Mississippi territory and shipped in carloads from 
Minneapolis, Minn., to destinations in central territory, not un- 
reasonable or unduly prejudicial. Rates were alleged to be un- 
reasonable and unduly prejudicial to the extent they exceeded 
those on wheat and flour. The examiner said that the defendants, 
in the defense of the rates cited Cream of Wheat Co, vs. A, T. 
& S. F., 91 1. C. C. 45, and 101 I. C. C. 283, in which they said 
the Commission decided this precise issue and also said there 
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was no substantial competition shown between cream of wheat 
and flour and concluded that higher rates were warranted on 
cream of wheat than on flour. 


Petroleum and Products 


No. 26365, J. H. Condra & Co. vs. A. & S. et al. By Examiner 
John McChord. Rates, petroleum and its products, Shreveport, 
La., to Huntsville, Ala., proposed to be found unreasonable, on 
shipments moving on and after March 15, 1932, and prior to 
January 13, 1934, to the extent it exceeded 43 cents. Reparation 
proposed, 

Horses and Mules 


No. 26377, Crandall Horse Co. et al. vs. B. & O. et al, By 
Examiner Leo J. Flynn. Rate, horses and mules, Chicago, IIl., 
to Buffalo and East Buffalo, N. Y., proposed to be found unrea- 
sonable, in the past and for the future to the extent it exceeded, 
or may exceed, the fourth class rate of 55 cents, minimum 23,000 
pounds, the proposed finding being based on Galesburg Horse & 
Mule Co., Inc., vs. A. C. & Y.,196 I. C. C. 739. New rate and 
reparation proposed. 


Fiberboard Boxes 


No. 26382, Robert Gaylord, Inc., vs. Wabash et al. By Ex- 
aminer L. J. P. Fichthorn. Rates charged, fiberboard boxes 
with wooden frames, knocked down flat, carloads, St. Louis, 


Mo., to Chicago, Ill., South Omaha, Neb., and St. Paul, Minn., 
proposed to be found unreasonable to the extent they exceeded 
23 cents to Chicago and South Omaha and 28.5 cents to St. Paul, 
the rates established after the shipments were made between 
December 8, 1932, and January 20, 1933. No evidence was in- 
troduced by the defendants, said the examiner. He said the 
subsequent reduction of a rate did not of itself prove that the 
former rate was unreasonable. On the other hand, said he, it 
did not act as a bar to reparation when the facts showed that 
the former rate was unreasonable. The record, he added, did 
not justify a rate on fiberboard boxes with wooden frames in 
excess of the contemporaneously applicable rates on such boxes 
without wooden frames. Reparation of $1,124.41 proposed. 


Glass Sand Reparation 


No. 23340, F. E. Reed Glass Co. vs. Pennsylvania et al. 
By Examiner J. G. Cooper. Upon further hearing amounts of 
reparation due complainant under a finding of unreasonableness 
as to the rate on glass sand from Mapleton, Pa., to Rochester, 
N. Y., proposed to be determined to have been $55.24 from the 
Pennsylvania and $8,813.78 from the Pennsylvania and the 
New York Central. Former report containing the finding of 
unreasonableness is in 188 I. C. C. 99. 


Coal 

No. 25688, Princeton Mining Co. vs. Algers, Winslow & West- 
ern et al. By Examiner A. S. Worthington. Rates, bituminous 
coal, King, Ind., in the Princeton-Ayrshire group to points in 
Illinois, Mt. Carmel to East St. Louis, Ill., and St. Louis, pro- 
posed to be found unreasonable and unduly prejudicial for the 
future to the extent they may exceed those concurrently appli- 
cable from mines in Indiana on the line of the A. W. & W. and 
mines in the Ayrshire district on the line of the Southern Rail- 
way. 

Plate Glass 


No. 25963, Binswanger & Co. of Texas et al. vs. M.-K.-T. of 
Texas et al. and two sub-numbers, Samuels Glass Co. vs. Same 
and Pittsburgh Plate Glass Co. vs. International-Great Northern 
et al. By Examiner P. F. Mackey. Dismissal proposed. Rate 
charged, plate glass, carloads, Crystal City, Mo., and points in 
central territory on shipments moving prior to December 20, 
1932, when the commodity rates applicable on plate glass were 
canceled, to destinations in Texas, proposed to be found appli- 
cable. Complainants contended, said the examiner, that inas- 
much as plate glass could be used for windows the rate on win- 
dow glass became applicable when the commodity item on plate 
glass was removed from the tariffs. 


Stock Quotation Boards 


No. 25085, North Electric Manufacturing Co. vs. C. C. C. & 
St. L. et al. and a sub-number, Same vs. Erie et al. By Examiner 
Paul A. Colvin. Dismissal proposed. Third class rates pro- 
posed to be found applicable and not unreasonable or otherwise 
unlawful for the transportation of carloads of teleregister equip- 
ment (stock market quotation boards), Galion, O., to Chicago, 
Ill., and New York and Long Island City, N. Y. The articles 
were shipped as switchboard and switchboard parts and fifth 
class rates were charged. The railroads are seeking to collect 
third class rates applicable on electrical appliances or instru- 
ments, N. O. I. B. N. The examiner recommends that the Com- 
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mission hold that the things shipped were electrical appliances 
not otherwise indexed by name. 


Iron and Steel 


No. 26271, Genfire Steel Co. et al. vs. Boston & Albany et 
al., and a sub-number, Republic Steel Corporation vs. B. & O. 
et al. By Examiner Carl A. Schlager. Rates, iron and steel 
articles, Youngstown, Niles, Struthers, and Warren, O., to des- 
tinations in Connecticut, Delaware, Maine, Massachusetts, New 
Hampshire, New Jersey, New York, Pennsylvania, Rhode Island, 
and Vermont, applicable in so far as shipments originating at 
Niles, Warren, and Youngstown on the Erie, and Youngstown 
on the New York Central, and Struthers on the Pennsylvania, 
were concerned. Rates on shipments from Niles, Youngstown, 
and Warren on the Baltimore & Ohio as initial carrier were in- 
applicable. Applicable rates, the examiner said, were those 
carried in Baltimore & Ohio I. C. C. No. 21735. Reparation pro- 
posed. Shipments were made between July 18, 1930, and July 
22, 1932. 


au, 


Steers 


No. 26282, Jay D. Weil vs. Pennsylvania et al. By Examiner 
Elza Job. Dismissal proposed. Rate applicable, steers, West 
Point, Miss., to Jersey City, N. J., determined to have been 
86 cents instead of the 78 cents charged. Applicable rate pro- 
posed to be found unreasonable in the past to the extent it 
exceeded 78 cents. The examiner said the defendants should be 
authorized to waive the collection of existing undercharges. 
Recommended that the applicable rate be found unreasonable 
for the future to the extent it may exceed 66 cents, but not 
unduly prejudicial. Due to the fact Western Railway of Ala- 
bama, which participated in the considered movement, was not 
a party herein, the examiner said an order for the future might 
not be entered. Hence his recommendation for dismissal. Ship- 
ments were made on April 25, 1932. 


Stocker and Feeder Livestock 


No. 26298, Grand Island Livestock Commission Co. et al. vs. 
A. T. & S. F. et al. By Examiner W. A. Disque. Dismissal 
proposed. Limitation placed on the application of rates ap- 
plicable on stocker and feeder livestock, points in various west- 
ern states to Grand Island, Norfolk and York, Neb., proposed 
to be found not unreasonable. The complaint alleged that by 
reason of the provision in the tariff the rates were unreason- 
able. The provision is to the effect that the rate shall not apply 
unless there is an outbound movement by rail of stockers and 
feeders from the market within 72 hours after ulnoading, Satur- 
days, Sundays, and holidays excepted. The rates on fat stock 
are applied to the inbound movement and readjustment is made 
through claim channels upon receipt of conclusive evidence that 
the animals moved out by rail as stockers and feeders within 
the prescribed time. The examiner said the 72-hour period was 
not of much use to the complainants as most of the stock they 
received was held for several months’ fattening. 

Hogs 

No. 26331, Producers’ Co-operative Commission Association 
vs. Pennsylvania et al. By Examiner Carl A. Schlager. Rate, 
hogs, in double-deck carloads, Quincy and Golden, IIl., to Pitts- 
burgh, Pa., proposed to be found unreasonable but not other- 
wise unlawful to the extent that it exceeded or may exceed 
a rate based on the distance scale of rates for application be- 
tween points in central territory approved in Eastern Livestock 
Cases of 1926, 165 I. C. C. 277, based on short line distances 
as provided therein. New rates and reparation proposed. 


Oyster Shell Screenings 


Milling Co. (Dallas W. Knapp, 
trustee) vs. M.-K.-T. et al. By Examiner L. H. Dishman. Dis- 
missal proposed. Rate charged, carload, oyster shell screen- 
ings, Berwick, La., to Coffeyville, Kan., in February, 1931, not 
unreasonable. 


No. 26335, Rea-Patterson 


Wheat 


No. 26353, Bowersock Mills & Power Co. vs. A. T. & S. F. 
et al. By Examiner Leland F. James. Dismissal proposed. 
Rates charged, wheat, shipped subsequent to January 1, 1931, 
points in Kansas to Lawrence, Kan., there milled in transit and 
reshipped as wheat flour to Paintsville and Pikeville, Ky., pro- 
posed to be found not unreasonable. 


Electric Sign Crates 


No. 26373, Artkraft Sign Co. vs. N. Y. C. & St. L. et al. By 
Examiner C. W. Griffin. Less-than-carload rating and rates, 
empty returned electric sign-shipping carriers or crates, set-up, 
not nested, points in Illinois and western trunk-line territory 
to Lima, O., proposed to be found unreasonable but not other- 
wise unlawful to the extent that the rating in Official] Classifica- 
tion exceeded or may exceed first class. The present rating is 
double first class. New rating and reparation proposed. The 
complaint covered shipments made since February 1, 1932. 
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June 16, 1934 


MORE GEORGIA RESOLUTIONS 


The Trafic World Washington Bureau 


Senator George, of Georgia, June 12 offered in the Senate 
a concurrent resolution directing the Federal Trade Commission 
to make an investigation and study of the activities of the freight 
associations of the United States and of the action of the rail- 
roads in jointly prescribing rates through such associations. The 
resolution asks the Trade Commission to report the results of 
such investigation and study to Congress as soon as practicable, 
“showing specifically the action of said associations, especially 
in making rates between different freight territories, and report- 
ing whether or not such activities violate the anti-trust laws as 
applied to the act to regulate commerce in the central yellow 
pine and Tift lumber cases, 10 I. C. C. 505, 548; 138 Fed. 753, 206 
U. S. 444.” 

In the nature of a substitute for the resolution he offered 
last week calling on the Senate interstate commerce committee 
to investigate the freight rate structure of the United States, 
Senaor George also offered a resolution requesting the Interstate 
Commerce Commission to make an investigation and study of 
the relationship of rates in different parts of the United States 
and report the results as soon as practicable, showing: (1) 
the relative book value, the value fixed by the Interstate Com- 
merce Commission of properties of class one railroads of the 
United States, separating such values so as to show the same 
in the three large freight territories of the country; (2) the 
cost of hauling freight, so far as the records disclose, in each of 
the said several territories. 

Both resolutions were referred to the Senate interstate com- 
merce committee. 


In the Central Yellow Pine Association case referred to in 
the resolution offered by Senator George directing the Federal 
Trade Commission to make an investigation and study of the 
activities of the freight associations in jointly prescribing rates 
through such associations and report whether or not such activ- 
ities violate the anti-trust laws as applied in the Yellow Pine 
and Tift cases, the Commission, in a report written by Commis- 
sioner Clements, found as a matter of fact, that the advance 
in rates complained of “was made, in fact, though not ex- 
pressly, by agreement between the defendants (southeastern 
carriers) and the roads west of the Mississippi.” The quoted 
language is taken from the findings of fact made by the Com- 
mission, 


Commissioner Clements, in the head notes in the Tift case, 
said “that the advance of rates complained of in this case was 
the result of concerted action by defendants and other carriers; 
and while whether the concert of action is in violation of the 
‘anti-trust’ act is for determination only by the courts, it is 
the province and duty of this Commission, when the reasonable- 
ness of rates is in issue before it, to consider whether the ad- 
vanced rates resulted from untrammeled competition, or were 
fixed by concert of action or combination of carriers.” <A similar 
paragraph was carried in the head notes of the Yellow Pine 
case. 

Deeming it unnecessary to express an Opinion as to whether 
that concert of action in fixing the advanced rate on lumber 
amounted to an unlawful agreement under the anti-trust act, 
Commissioner Clements said that where rates were established 
by concert of action and previous understanding between the 
carriers, it was manifest, whether there was a binding agree- 
ment to maintain such rates, that the element of competition 
was eliminated. 


Concert of action, he added, was wholly inconsistent with 
competition, and, during the time rates fixed by concert of action 
were maintained, the effect, so far as competition was con- 
cerned, was the same as if there were a binding agreement to 
maintain such rates. 

Competition, Commissioner Clements said, was favored by 
the laws. The object of section 5 of the interstate commerce 
act (he used those words although the legal name of the statute 
then in force was the act to regulate commerce) was to prevent 
any contract, agreement or combination between otherwise 
competing carriers by means of which competition between them 
might be done away with. 

“The act to regulate commerce (section 1) in prohibiting 
unreasonableness of rates,” said Judge Clements, “in effect for- 
bids whatever conduces to such unreasonableness. In any event, 
it is incumbent on tais Commission, when unreasonableness is 
in issue before it, to consider how those rates were brought 
about—whether they are the product of untrammeled compe- 
tition or the result of a concert of action or combination be- 
tween the carriers establishing them. The advanced rates com- 
plained of cannot be claimed to be the outcome of competition, 
because ‘the natural, direct and immediate effect of competition 
is to lower’ (171 U. S. 577, 43 L. ed. 290, 19 S. Ct. Rep. 25) 
rather than advance, rates. The advanced rates must be pre- 
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sumed to be higher than rates which unrestrained competi- 


tion would produce.” 
The Commission, in the Yellow Pine and Tift cases, con- 


demned an advance of two cents in the rates on yellow pine. 
Orders of the Commission at that time, 1905, not being self 
executing, the matter was taken to the courts for orders putting 
the condemnation into effect. The references in the resolution 
are to the court proceedings. 

Since then the Commission seldom gives any attention to 
the question whether rates before it are the result of concerted 
action. In fact, it has favored the consideration of changes in 
rates by freight territory associations as tending to simplify 
the complex question of proper rates. Freight associations 
docket proposals, for changes in rates whether they are made by 
railroads or by shippers, for discussion in meetings of the asso- 
ciations, such a course being the outgrowth of negotiations 
between traffic executives of the railroads and officers of the 
National Industrial Traffic League, the object of the negotiations 
being to remove the element of surprise that can be created by 
the filing of tariffs proposing changes without prior notice to 
those concerned, that changes are contemplated. The anti- 
trust laws are seldom mentioned in connection with the consul- 
tations about changes in rates, whether upward or downward. 

Moves by carriers to bring about changes in rates, without 
notice to competitors and shippers, broadly speaking, are re- 
garded as foundations for rate wars which are frowned upon 
by the Commission. Rate wars, actual or potential, have been 
stopped, in a few instances, by the Commission exercising the 
power to prescribe minimum rates, conferred on it in the legis- 
lation enacted in 1920. 

Freight territory associations are deemed necessary in the 
work of the Commission by reason of the fact that it frequently 
requires carriers in a given territory or territories to make 
wide revisions. Such revisions, it is believed, are facilitated by 
the organization of associations, which, in 1905 and earlier days, 
were regarded with distrust and suspicion. Courts, in several: 
cases prior to the amendments of the old act to regulate com- 
merce in 1906 and 1910, condemned the work of associations 
as violative of the anti-trust laws. 

At present the practice of the Commission is to consider 
the quality of a rate under attack regardless of how it was 
initiated. 


PASSENGER FARE INQUIRY 


The Traffic World Washington Bureau 


The Commission, in No. 26550, passenger fares and sur- 
charges, has instituted an investigation into passenger fares 
and surcharges maintained by all the carriers subject to the 
interstate commerce act. The proceeding has been put on Com- 
missioner Porter’s docket. It is his intention to hold hearings 
himself at times to be designated. All railroads in the country 
have been made respondents. 

The order says that nothing in it shall be interpreted as 
either approving or disapproving any experiments with reduced 
fares or surcharges that may have been or may be undertaken 
pending decision in this proceeding, 

The Commission’s determination to inquire into passenger 
fares and surcharges may be attributed, in large measure, it is 
believed, to the long avowed belief of Commissioner Porter that 
the railroads would obtain a greater revenue from their passenger 
business if they had lower fares. He has not only avowed that 
belief but for several years has been arguing with railroad execu- 
tives, by correspondence, that they should try an experiment for 
a considerable period, if they did not feel certain of the efficacy 
of lower fares as producers of greater revenue. 

It is also believed to be due, in considerable part, to a feel- 
ing among commissioners, particularly Commissioner Aitchison, 
that the experimental fares maintained by southern and western 
carriers resulted in discriminations against persons and places. 
Questions of that character were asked from the bench in the 
recent hearing on passenger fares proposed by southern and 
western roads, by Mr. Aitchison several times. Other commis- 
sioners also asked questions that were taken as indicating that 
they held views similar to those of Commissioner Aitchison. 
Lest the suggestions from the bench in that hearing be taken 
to indicate that the commissioners might think that the dis- 
criminations were to be blamed upon the western and southern 
carriers, the Commission, in instituting the inquiry, put a para- 
graph in its order saying that nothing in it should be interpreted 
as either approving or disapproving any experiments with re- 
duced fares or surcharges which have been or may be under- 
taken pending decision in this case. The order instituting the 
proceeding and the reasons therefor, other than the purely for- 
mal parts making all carriers respondents, saying that the pro- 
ceeding will be assigned for hearing hereafter and forbidding 
interpretation of the order as approval or disapproval of experi- 
ments, follows: 
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It appearing, That the respective levels of the passenger fares 
maintained by the respective common carriers by railroad and in the 
several rate territories of the United States vary to such degree that 
question has arisen as to the lawfulness under the interstate com- 
merce act of some or all of such fares: 

It further appearing, That question has also risen as to the law- 
fulness under the interstate commerce act of the so-called surcharges 
upon passengers in sleeping and parlor cars maintained on the re- 
spective common carriers by railroads in the United States: 

It is ordered, That an investigation be, and it is hereby, instituted 
into the passenger fares and surcharges maintained by all common 
carriers by railroad subject to the interstate commerce act, for the 
purpose of determining whether any of such fares or surcharges are 
or will be unreasonable, unjustly discriminatory, unduly prejudicial 
or preferential, or otherwise in violation of any of the provisions of the 
interstate commerce act, and what fares and charges, or what maxi- 
mum or minimum or maximum and minimum fares and charges, shall 
be prescribed to be charged in order to remove such unlawfulness if 
any, as may be found to exist. 


Eastern railroads, particularly the Pennsylvania and the New 
York Central, are regarded as the ones that have held the official 
territory lines on the basis of fares and the surcharge, for the 
benefit of the railroads, on passengers riding in sleeping or par- 
lor cars, established in August, 1920, as a result of the Commis- 
sion’s permission to establish the passage fares on the basis 
of 3.6 cents a mile and a surcharge, on passengers in sleeping 
and parlor cars equal to one-half of the Pullman fare. Western 
and southern lines removed the surcharge more than a year ago 
when they began experimenting with reduced fares. The basic 
fare in some parts of the country is three cents a mile and in 
some parts 2.5 cents a mile. Coach fares, in the western dis- 
trict, are on a 2-cents a mile basis. In the southern district they 
are on the basis of 1.5 cents a mile because the Southern Rail- 
way would not abandon that basis and the Commission would not 
require it to come to the 2-cents a mile basis advocated by other 
southern lines and the bus interests. 

The declaration of the Commission that the question of the 
lawfulness of the levels of passenger fares and of the surcharges 
was not understood to mean legality. It was understood to mean 
whether or not, in view of the changed conditions since 1920, 
the level of the fares and the surcharges was beyond the man- 
date of section 1 that rates and fares should be just and reason- 
able; also, in view of the requirement of the law that the Com- 
mission have a care about the financial condition of the carriers, 
whether more money could not be obtained by them on lower 
fares than the ones now in use. 


COMMISSION ORDERS 


I. & S. No. 3896, Barium Chloride between Eastern points. Gras- 
selli Chemical Company’s petition for argument and reconsideration 
denied. 

No. 14106, Sterling Salt Co. vs. Ann Arbor et al, and No. 17000, 
Part 13. Petitions filed by Illinois Central Railroad and defendant car- 
riers in No. 17000, Part 13, for modification of the orders, denied. 

No. 15788 (and Sub. No. 1), Parkersburg Rig & Reel Co. vs. C. 
& N. W. et al. Defendants’ petition for reargument and reconsidera- 
tion denied. 

No. 18650, Peninsula Produce Exchange vs. Penna, R. al. 
Complainant’s petition for reconsideration denied. 

No, 21585, Ohio-Kentucky Associated Industries vs. Aberdeen & 
Rockfish et al. Proceeding reopened for further hearing solely 
upon the question of what constitutes Carolina territory. 

No, 23481, Edgerton Manufacturing Co. vs. Alton & Eastern et al. 
Defendants’ petition for further hearing for the purpose of present- 
ing actual approved code for basket manufacturers denied. 

No. 23853, Crown Mills vs. S. P. & S. Ry. et al. Commission’s 
reparation order of November 13, 1933, vacated and set aside, and 
proceeding reopened for further hearing on question of reparation. 

No. 23860, Schmidt Lumber Co. et al. vs. C. C. C. & St. L. et al., 
and No. 24899, A. B. Cole & Sons et al. vs. Mo. Pac. et al. Defendants’ 
petitions for reconsideration denied. 

No. 24402, Farm Seed Association of North America et al. vs. 
Santa Fe et al., No. 25254 (and Sub. No. 1), Chamber of Commerce, 
Fargo, N. D., et al. vs. A. C. & Y. et al., and No. 26004, Chamber of 
Commerce, Fargo, N. D., et al. vs. A. C. & Y. et al. Defendants’ 
petition for rehearing and other relief denied. 

No. 24509, Port Gibson Oil Works, Inc., vs. La. & Ark, Ry. et al. 
Defendants’ supplemental petition dated April 28, 1934, for vaca- 
tion of orders denied. 

No. 24718, White Eagle Oil Corp. vs. Big Fork & International 


R. et 


Falls Ry. et al. Complainant’s petition for reconsideration and re- 
argument denied. 

No. 24731, Hanna Manufacturing Co. vs. A. C. L. R. R. et al. 
Complainant’s third application for reopening with leave to submit 
additional evidence denied. 

No. 24834, Buckeye Cotton Oil Co. vs. Ill. Cent. R. R. et al. De- 


fendants’ petition for vacation of orders and consideration before 
entire Commission denied. 
No, 25284, Wilmington Chamber of Commerce, Del., on behalf of 


Wilmington Coal Merchants’ Bureau, et al. vs. B. & O. R. R. et al. 
Complainants’ petition for reconsideration and reargument as to 
reparation denied. 

No. 25411, Sunderland Brothers Co. vs. Alton R. R. et al., and 


No. 23186, McClamrock Co, et al. vs. Atlantic & Yadkin Ry. et al. 
Complainants’ petitions for reconsideration have been denied. 

No. 25574, Servus Rubber Co. vs. Alton R, R. et al. Complainant’s 
petition for rehearing or reconsideration denied. 

No. 25676, Robinson Clay Product Co. vs. B. & O. R. R. et al. 
Complainant’s petition for reconsideration denied. 


No. 25707, Armour Fertilizer Works vs. Penna. R. R. et al. Com- 
plainant’s petition for reargument and reconsideration denied. 
No. 25734, Seaman Body Corporation vs. C. & N. W. Ry. et al. 


Complainant's petition for modification of the effective date of the 
order and for further hearing denied. 
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No. 25782, J. G. Staton vs. A. C. L. R. R. et al. 
petition for reconsideration denied. 

No. 25826, Montana-Dakota Utilities Co. vs. Great Northern et 4) 
Defendants’ petition for reconsideration and argument denied. 


Defendants 


No, 25829, Tennessee Eastman Corporation vs. L. & N. R. R. @ 
al. Proceeding reopened for reconsideration with respect to repara 
tion. 

No. 25899, El Paso Freight Bureau et al. vs. Santa Fe et al 


Proceeding reopened for rectonsideration on the record as made, 

No. 25933, West Virginia Coal & Coke Corp. vs. B. & O. R. R 
et al. Proceeding reopened for reconsideration. 

No. 26038, B. F. Nelson Manufacturing Co. vs. B. & O. R. R. et al, 
Defendants’ petition for reconsideration denied. 

No. 26346, Board of Railroad Commissioners of S. D. vs. Alabama 
Central et al. American Cotton Manufacturers’ Association, North 
Carolina Cotton Manufacturers’ Association, Inc., and Cotton Man- 
ufacturers’ Association of South Carolina permitted to intervene. 

No. 26375, Topeka Chamber of Commerce vs. A. & R. et al, 
American Cotton Manufacturers’ Association, North Carolina Cotton 
Manufacturers’ Association, Inc., and Cotton Manufacturers’ Associa. 
of South Carolina permitted to intervene. 

No. 26474, Sub. No. 2, Victor Elevator Co. vs. C. B. & Q. et al. 

Sioux City Grain Exchange permitted to intervene. 
No. 26512, Blackwood Coal & Coke Co., J. L. Osler, receiver, et al. 
Interstate et al. Atlanta Freight Bureau permitted to intervene. 
Fourth Section Application No. 14869, Petroleum to Illinois. Pro- 
ceeding in Petroleum to Illinois, 196 I. C. C. 91, and fourth section 
order 11335 entered therein; are reopened and assigned for further 
hearing with respect to matters and things involved in fourth section 
application 14869 on July 11, 10 a. m., Standard time, at office of 
Interstate Commerce Commission, Washington, D. C., before Ex- 
aminer Shinn. 

No. 20285, Cranfill Bros. Drilling Co. et al. vs. A. T. & S. F. et al. 
Reopened for further consideration. 

No. 24069, Atlantic Coast Line Railroad Co. et al. vs. A. & A. R. 
R. et al. That the third ordering paragraph of the order of January 
8, 1934, in the above entitled proceedings, as amended, be, and it is 
hereby, further amended to read as follows, and said complainants, 
cross complainants, and defendants, are notified and required, on 
or before December 1, 1934, to adjust divisions in accordance with 
the method herein above prescribed on shipments which moved sub- 
sequent to November 22, 1930, from points in Florida to points in 
trunk line territory and New England on rates prescribed in Florida 
R. R. Commissioners vs. A. & R. R. R. Co., 144 I. C. C. 603; in 
all other respects said order of January 8, 1934, as amended, shall 
continue in effect until the further order of the Commission. 

No. 26471, Blue Ridge Produce Co. et al. vs. D. L. & W. et al. 
Complainant in this proceeding is amended in accordance with com- 
plainants’ petition. 

Fourth Section Application No. 15342, Rags and Paper to Lockport 
and North Tonawanda, N. Y. (mimeographed), petition by W. S. 
Curlett, dated May 9, 1934, for modification of fourth section order 
11538 denied. 

Finance Nos. 10150 and 10151, Mayo & Cook’s Hammock Railroad 
Co. proposed construction and proposed securities. Reopened for 
further consideration. 


No. 26346, Board of R. R. Commissioners of State of South Da- 
kota vs. Ala, Cent. et al., No. 26416, Board of R. R. Commissioners of 
State of North ‘Dakota et al. vs. Ala. Cent. et al., No. 26367, Nebraska 
State Railway Commission vs. Ala. Cent. et al., and No. 26375, Topeka 
Chamber of Commerce vs. A. & R. et al. The Southern Traffic League, 
Inc., has been permitted to intervene. 
No. 26367, Nebraska State Railway Commission vs. Ala. Cent. et 
al. The American Cotton Manufacturers’ Association, The North 
Carolina Cotton Manufacturers’ Association, Inc., and The Cotton 


or Association of South Carolina have been permitted to 
intervene. 


No, 26498, Chicago Pottery Co. vs. C. C. of O. et al. The United 
States Potters’ Association has been permitted to intervene. 

Finance _No. 9768, Louisiana & Arkansas Securities. The supple- 
mental application filed May 25 by Louisiana & Arkansas Railway 
asking for modification of the Commission’s order of December 23, 
1932, has been dismissed upon the applicant’s request. 


No. 23823, Gypsum Association et al. vs. Santa Fe et al., and No. 
17006, The Upson Co, vs. Ann Arbor et al. The Commission’s order 
of December 11, 1933, as amended, further modified so as to become 
effective on or before August 17, 1934, upon statutory notice in so 
far as it requires changes in rates on plaster board. 


No. 24957 (and Sub. No. 1), Christain Feigenspan, Inc., vs. Dela- 
ware & Hudson et al. Commission’s order further modified to become 
effective on July 16, 1934, upon not fess than 10 days’ notice instead 
of 30 days’ notice. 

No. 26474, Minneapolis Traffic Association vs. C. B. & Q. et al. 
The Railroad and Warehouse Commission of the State of Minnesota 
has been permitted to intervene. 


No. 26527, Meniphis Rice Mill vs. Aberdeen & Rockfish et al. 
Arkansas Rice Traffic Bureau has been permitted to intervene. 

No. 13535 et al. Consolidated Southwestern Cases. The Commis- 
sion’s order of April 5, 1927, as amended, by its present terms to be- 
come effective July 10, 1934, so far as it prescribes rates on outbound 
commodities produced or manufactured in the Southwest, including 
Texas and Oklahoma differential territories, and from Kansas- Missouri 
territory, to the southwestern gateways, Missouri River cities, and de- 
fined territories, is amended so that as to said rates it shall become 
effective on December 10, 1934, instead. 


vs, 


The 





FRANKLIN DIRECTORSHIP 


Walter S. Franklin, vice-president, traffic, of the Pennsyl- 
vania Railroad Co., has withdrawn his application for authority 
to hold the position of director of the Lehigh Valley Railroad 
Co., and the Commission has entered a formal orde2r of dismissal. 
In a letter to Oliver E. Sweet, director of the Bureau of Finance 
of the Commission, Mr. Franklin said he withdrew the applica- 
tion in view of Mr. Sweet’s letter of December 16, 1933, and 
“subsequent. verbal discussions,” indicating definite hesitation 
on the part of division 4 to approve the application while the 
applicant continued to serve as president and director of the 
Wabash and vice-president in charge of traffic of the Pennsyl- 
vania. 
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LOANS TO RAILROADS 


“More than 100,000 men and women have been called back 


repars o work in every section of the country by PWA’s work creat- 


jng loans to railroad companies, it was reported to Public Works 
Administrator Harold L. Ickes by Frank C. Wright, director of 
the division of transportation loans of PWA,” says the PWA in 
a statement continuing as follows: 









This phase of the PWA program now is going full blast; the first 
to reach peak production of employment. 

Approximately 40,000 of the men and women back at work are 
raliroad employes, 5,000 are working in locomotive and ear building 
shops and the balance are employed in industries where raw and 
finished materials are being produced. 

More than $57,000,000 has been disbursed by the Public Works 
Administration to the borrowing railroad companies, and practically 
all of balance of the $200,000,000 allotted for railroad loans will be 
spent before the end of the year. The roads are expected to draw 
down about $20,000,000 in June. 

The 40,000 railroad employes called back to work by the PWA 
joans are repairing old cars and engines and building new ones in 
railroad shops, laying new rails and ties, spreading ballast, repairing 
old bridges and building new ones, and completing electrification of 
the Pennsylvania Railroad lines between New York and Washington. 

The 5,000 employes in car and locomotive shops not owned by the 
railroad companies are at work building more new cars and engines 
than they have built in the last two years combined, 

The balance of the 100,000 or more men and women who have 
been restored to employment are at work behind the lines in iron 
and coal mines, copper mines, steel foundries, rail rolling mills, for- 
ests and lumber mills, and many other industries where they are 
producing and transporting both raw and finished materials being 
used in shops and on rights of way. Women come in for their share 
of reemployment through the increased office work required by the 
new business. 

Materials being used by’ the Pennsylvania Railroad alone are be- 
ing produced in 3,500 industrial plants, many of which have been 
closed up for two or three years, illustrating the wide spread regen- 
erative effects of the work creating loans to thirty-three railroad 
companies. The Pennsylvania’s own employes are at work in its 
shops and along its right of way in New Jersey, Delaware, Pennsyl- 
vania, Maryland and the District of Columbia, but the materials they 
are using are being produced in 35 states. 

More than 400,000 tons of new steel rails are being rolled and 
100,000 tons of spikes, tie plates and other rail fastenings are being 
manufactured as a result of PWA loans to railroads to purchase them. 

Production of rails, fastenings, materials for cars and locomotives 
and many other items being paid for with money borrowed from 
PWA is contributing substantially to the continued high output of 
the iron and steel industries. 

The following table shows the amount allotted to each railroad 
company and the amount disbursed. The fact that disbursements 
have not been made to several roads does not indicate that the work 
to be done has not commenced and no employment has resulted from 
the allotment. Most of the allotments on which disbursements have 
not been made are for purchase of new equipment. Payments on such 
allotments are made as the equipment is delivered by manufacturers, 
which is, of course, after the employment has been created. 


Allotted Disbursed 
a ee aT ae $ 80,650,000 $24,094,000 
YE RIOD 5.5.6: cee viens. 0050000004 se. 16,876,000 3,900,000 
NE. cba edu Ri wENe RSs cs eee elen Mien eeas 13,953,000 1,057,000 
I EE og welds cies Gis alo saw aNamu ews 12,000,000 6,080,000 
PE CRN visit accesisesandwaw sevens eedecs 10,000,000 4,000,000 
PONSA RUIING. <5 6505 <5. 5:0% 6 edicigworsindweg os 7,318,000 3,017,000 
RE MIN, Sich cht Gian 0s ea eee seas aweusewe 7,100,000 1,525,000 
I I MII 6 esate wsusdcesaddeccaweacce 6,400,000 2,250,000 
SE, ED h'0 ba050.5.4:60604s0dasoreeeeeeas SO. eee 
ee er rena an en 5,028,000 2,002,000 
PELE Oe ED PTT SO) eee 
DEY Cuvcaiestidews se waneneeeacness ehree 4,033,000 2,817,000 
Escanaba, Iron Mountain & Western........ Se 6060—~—«CO KS DS 
A I gro Gua ewe. sonscs Ged eadeee-w nee 2,600,000 1,665,000 
i CEE, ibs0ne6dvisasdedeh anne nes 2,500,000 1,962,000 
I firs 65-6. 5 fas OR SAR SAAC ee CeeORES ONS Ee SZ 1,481,000 185,000 
PN. ceccotcceaneddeseeaasasanaeane 1,400,000 1,400,000 
I CN i is nig a-0: 0h die 60k Wve a eee ae 6 60—t—“t«C 
[PUEE,, DEN Ge POCO EMOED. occ c cc ccciccesncses Le —=——“—i—é*éSéC« HW 
ee EE ee ee ee 1,212,000 606,000 
errr er errr re ee 8 =—«CO ws 
Pittsburgh & West Virginia ......ccccsccess errr 
DOE EEE, Sica sie ekdwesedcesesesenceoes a 0 —é Ww HO 
Ranges, Geinhowmn & Gull ...i..ccccccvccscese 255,000 255,000 
PE: Shut D tka ewae ei 6ANu doe Case ea aeee ———— é #& = Serawbade 
oe” Bey a errr re re -. eo 
BOVERIIEED Ce BTIAIGR, occ ccceccccecsceccvesve 7  0—«C nS 
Chicago & Miastern Tilinola .....ccccccccsscs 240,000 240,000 
New York, Ontario & Western ............. rere 
eer ore rr rr 120,000 109,000 
ik RS rae a: 8=§=—Sh—(itét 
IE COUINEINEIE 56 0 0.0:55.6.6.6 549 0006500000% eS  0——tsCSWwH OLOE 
CS —aaaa rr err | rrr 
Balance of $41,000,000 rail purchase allot- 
ment remaining for allocation ........... 7,578,800 
$199,607,800 $57,164,000 


Loan for High-Speed Train 


Another high speed, lightweight streamlined train is to be 
built with a loan from the Public Works Administration, Admin- 
istrator Ickes announced. 

“The latest addition to the growing fleet of modern speed 
trains being put into service to regain passenger traffic will 
be operated by the Boston & Maine and Maine Central railroads 
on the run between Boston, Portland and Bangor,” said the 
PWA, which added: 


From Bostoh to Portland it will operate over the tracks of the 
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Boston & Maine and from Portland to Bangor will use the Maine 
Central tracks. 

The new train is designed to cut 25 minutes off of the present 
running time of two hours and ten minutes between Boston and Port- 
land, making the 108 miles in 105 minutes. The 135 mile run from 
Portland on to Bangor will be made in 160 minutes according to plans. 
a total time saving between Boston and Bangor would be two 

ours. 

Under present plans a round trip from Boston to Portland will be 
made in the morning, and a round trip from Boston to Bangor in the 
afternoon and evening. 

The train will be built of stainless steel with stream lined con- 
struction. There will be three cars; driving unit with baggage and 
express compartment, day coach and parlor coach with buffet dining 
service. An extra car will be built for reserve use. 

Power will be furnished by a Diesel engine driving an electric 
generator supplying current to motors on the forward car wheels. 

The train will be part of the new equipment to be built with a 
$2,628,000 allotment previously made to the Boston & Maine for con- 
struction of new cars and engines. It will cost approximately $275,000, 
of which $220,000 will come from the PWA allotment and $55,000 will 
be supplied by the Boston & Maine. 

When the $2,628,000 allotment for new equipment originally was 
made the Boston & Maine intended to use it all,for cars and locomo- 
tives of the old standard type, but in view of the results achieved by 
other roads with the new type of train the B. & M. applied to PWA 
for permission to put some of the money into this type of equipment 
to meet the demand for faster service. 

Permission has been granted by PWA, for the change in plans 
will not diminish the amount of employment to be created and will 
result in improvement of railroad transportation facilities to meet 
present day demands for fast service. 

Governor Louis J. Brann of Maine was active in urging both the 
Boston & Maine and Maine Central to put the new train into opera- 
tion to give better service for business travel between Boston and 
the Maine cities and to bring the resort regions of Maine closer to 
the large eastern centers of population. 

PWA has made allotments for high speed trains to the New York, 
New Haven & Hartford, the Baltimore & Ohio and the Gulf, Mobile 
& Northern. The New Haven is building one train to operate between 
Boston and Providence and the Baltimore & Ohio is building two, 
which probably will be operated between Washington and New York. 

The trains being built by the B. & O. will afford the first oppor- 
tunity to compare steam and electricity as motive power for the 
new type of train. One train will be run with a rebuilt, stream lined 
steam engine and the other will operate with a Diesel-electric loco- 


motive. 
R. F. C. Loans 


The Reconstruction Finance Corporation has reported that, 
from February 2, 1932, to the close of business May 31, 1934, 
it made cash advances to railroads totaling $402,610,981.49. 
Repayments, cancellations or withdrawals of applications for 
loans in the same period totaled $57,895,024. 

The loans authorized to each railroad, together with the 
amount disbursed to and repaid by each are shown in the fol- 
lowing table (as of May 31, 1934). 


Authorized Disbursed Repaid 
Aberdeen & Rockfish Railroad Co...$ 127,000 $ 127,000 $ 4,000 
Alabama, Tennessee & Northern R. 

Py BE acuvcccsansaveeenwasews 275,000 ft Breer 
Aitom BANGRE CO. occ dccccesccvvins 2,500,000 DD c«20660%e% 
Ann Arbor Railroad (receivers) 634,757 reer 
Ashley, Drew & Northern Railway 

Dy. <a vghdaeie che dele e wae ealee sews 400,000 Sv cecvanned 
Baltimore & Ohio Railroad Co. .... 72,125,000 72,096,000 .......... 
Birmingham & Southeastern Rail- 

OO Mille 6440560045600 4064 0000006% 41,300 Chee aseseonres 
Boston & Maine Railroad Co....... 7,569,437 THOR 4460400560 
Buffalo-Union, Carolina Railroad Co. _ . Merete 53,960* 
Carlton & Coast Railroad Co. ..... 549,000 LS... eee 
Central of Georgia Railway Co. 3,124,319 3,124,319 230,027 
Central Railroad Co. of New Jersey 500,000 464,298 tg 

35,7 
Chicago & Eastern Illinois Railway 

CE... Gee bciecs eee tuaseedekeesuaee 5,916,500 5,916,500 155,632 
Chicago & Northwestern Railway 

DE. érdksuetensnstiewasesaesases6 35,094,133 34,687,633 3,159,000 
Chicago & Great Western Railroad 1,289,000 1,289,000 838 
Chicago, Milwaukee, St. Paul & Pac. 

a eo erent 8,000,000 | 
Chicago North Shore & Milwaukee 

PN SM, vib08 sane neeureweses 1,150,000 oF | 2a 
Chicago, Rock Island & Pacific Ry. 

Ce - cde ntwnd oe ed caw eee vanecewoss 13,718,700 13,718,700 252,661 

2,098,925* 
Cincinnati Union Terminal Co. ... 10,398,925 8,300,000 8,300,000 
Columbus & Greenville Railway Co. COGS ssevccescs 60,000* 
Copper Range Railroad Co. ........ 53,500 Pe teinckease 
Denver & Rio Grande Western Rail- 

Serr rrr Tt 8,300,000 7,712,300 500,000 
BSS TRONS CG. oc cccccsccvececesves 13,403,000 13,403,000 2,189 
Eureka Nevada Railway Co. ...... Re ‘w6ésna0e0s 3,000* 
Florida East Coast Railway (receiv- 

OOD. varcisscaecidervssannesnaenes 717,075 627,075 90,000* 
Ft. Smith & Western Railway (re- 

BREE. Kca0chbceenkedeenckeees 227,434 Fk er 
Fredericksburg & Northern Railway 

a... 260 eehvaneedead ip pew che@ eee BOT svacticee’: Ses0saewee 
Gainesville Midland Railway (re- 

DE grasennesesinsenseneabane? TOP vcesw xe sas 10,539* 
Galveston, Houston & Henderson 

ee Oe ere errr 1,061,000 REED iscsedvcies 
Georgia & Florida Railway (receiv- 

Se civic sen saceeas casas niaawwe sae 354,721 OS ae 
Great Northern Railway Co. ....... 6,000,000 6,000,000 6,000,000 
Green County Railroad Co. ....... 13,915 13,915 915 
Gulf, Mobile & Northern Railroad 

Le conike sce Sagl steko dees eee 520,000 520,000 520,000 
Illinois Central Railroad Co. ...... 13,863,000 6,346,333 Siete 

, é 
Lehigh Valley Railroad Co. ....... 6,500,000 5,500,000 1,000,000* 
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Maine Central Railroad Co. ........ 2,550,000 2,550,000 59,975 
Maryland & Pennsylvania Railroad 

METI, - canta Ggicd atiabcaverase acne ianarave oaihoanne dais, 6 100,000 se 
Meridian & Bigbee River Railway 

EM. wisiiaeovu ten sten eaeee manatee ef errr 744,252* 
Minneapolis, St. P. & St. Ste. Marie 

Be, RG agra atcrd pcb kik wie beh o i 6,843,082 6,843,082 468,152 
Mississippi Export Railroad Co. 100,000 Se 
Missouri Pacific Railroad Co. ..... 23,134,800 28,134,800 ..... 2000 
Missouri Southern Railroad Co.... 99,200 ree 
Mobile & Ohio Railroad Co, ........ 785,000 785,000 785,000 
Mobile & Ohio Railroad Co. (re- 

IED Sraiteraata ne aie-s aurasanrenus oie. 1,070,599 1,070,599 193,000 
Murfreesboro-Nashville Railway Co. 25,000 MU esp le .eiediere. 


New York Central Railroad Co. .. 27,499,000 25,078,737 
New York, Chicago & St. Louis Rail- 


rer ee 18,200,000 18,191,040 2,688,413 
New York, New Haven & Hartford 

i. ee Gs, baa seen bbs eco icasaws 700,000 0) oy! Ze 
Pennsylvania Railroad Co. ........ 29,500,000 28,900,000 28,900,000 

600,000* 
Pere Marquette Railway Co. ....... 3,000,000 A rr 
Pioneer and Fayette Railroad Co. . SEMEN jaccaaesas o4scaneeau 
Pittsburgh & West Va. Railway Co. 3,975,207 DOCG Nee (5.6.0.6-0:4:6-0:050 
Puget Sound & Cascade Railway 

RA. “waren ty Fb Ree wart mewmnebede tes 300,000 eae 
St. Louis-San Francisco Railroad 

SET eae heer eee ree 7,995,175 7,995,175 2,805,175 
St. Louis Southwestern Railway Co. 18,790,000 18,672,250 790,000 
Salt Lake & Utah Railroad (receiv- 

SRR ere 200,000 bo ee 
Sand Springs Railway Co. ...¢2..0.- 162,600 A ee 
Soutnern Pacihe Co. 6.cccccxescccscs 23,200,000 BB 
SOuUtHern RaAUwWay CO, .xcccvsscdess 14,751,000 14,751,000 246,000 
Sumter Valley Railway Co. ....... 100,000 a a dee 
Tennessee Central Railway Co. 147,700 Bee Het cise ace 
Texas, Okla. & Eastern Railroad Co. (err 108,740* 
Texas & Pacific Railway Co. ....... 700,000 TOELOOG kas0icso:00a0 
Texas South-Eastern Railroad Co. 30,000 eee 
Tuckerton Railroad Co. .....0.ssee 45,000 39,000 81 

6,000* 
Wabash Railway (receivers) ....... 15,731,583 ee 2 
Western Pacific Railroad Co. ..... 4,,366,000 4,366,000 1,303,000 
Wichita Falls & Southern Railroad 

Ee a ene 400,000 GE 4iiasnsews 
Wrightsville & Tennille Railroad Co. 22,525 a. re 





$420,699,930 $402,610,081 $57,895,024 


(Total cancellation, $4,827,784). 


The Commission, by division 4, in Finance No. 10465, 
Escanaba, Iron Mountain & Western Railroad Co. public works 
improvement, has approved a plan of the applicant, a wholly 
owned subsidiary of the Chicago & North Western, to construct 
an iron ore dock with approach and tracks at North Escanaba, 
Mich., alongside of the two wooden iron ore docks now operated 
by the North Western, with funds to be obtained from the PWA. 
The plan is for a new dock, of reinofrced concrete or steel to 
supplement the existing wooden docks, one of which, the appli- 
cation asserts, will not be in condition for economical operation 
beyond this year. 


It is the intention of the applicant to have plans made for 
a dock of a capacity of 130,000 tons at a cost of $3,500,000 to 
be built if experience shows there will be an increase in ore 
tonnage for the applicant and for only 92,500 tons if the increase 
hoped for is not assured, the smaller capacity structure to cost 
only $2,600,000. 

Upon completion of the dock the North Western expects to 
lease it from its subsidiary for a term expiring on January 1, 
1950, at a rental sufficient to pay interest charges and to retire 
by that date, the bonds proposed to be issued by the applicant 
in connection with the project, and to pay all taxes, mainte- 
nance costs and other charges pertaining thereto. 

The Commission, in approving the project, said that nothing 
said in this report was to be construed as authorizing the issue 
of any bonds in respect of the docks and tracks. 

An additional allotment of $31,000 for a loan to the Gulf, 
Mobile & Northern Railroad Company has been announced by 
Public Works Administrator Ickes, bringing the total to be loaned 
to this road up to $1,216,000. The additional allotment made 
will be used by the railroad to pay its track forces for laying 
$185,000 worth of rails to be purchased with PWA money. 

In Finance No, 10487, Baltimore & Ohio Railroad Co. public 
works improvement, the Commission, by division 4, has approved 
an equipment acquisition plan of the applicant, estimated to cost 
$905,190 and to be financed with a loan of $900,000 from the 
PWA. The equipment to be acquired is one Diesel electric 
engine, two combination mail and baggage cars, six reclining 
seat chair cars, two combination dining and lunch cars, four 
chair cars and two observation cars. In a separate application 
the applicant has asked the Commission for authority to assume 
obligation and liability in respect of $900,000 of 4 per cent equip- 
ment trust certificates to be issued in connection with the project. 

The Commission, by division 5, in Finance No. 9450, Illinois 
Central Railroad Co. reconstruction loan, in answer to a supple- 
mental petition, has authorized the substitution, in pledge, as 
security for loans, from the R. F. C, of $80,000 of Chicago & 
Illinois Western Railroad 5 per cent equipment trust certificates 
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dated November i, 1933, for $83,333.33 of equipment trust cer. 
tificates of the Chicago & Illinois Western, dated May 1, 1929, 
the difference in face to be paid in cash. This substitution is in 
connection with loans from the R. F. C. approved in previous 
reports in this case, 184 I. C. C. 779, 189 I. C. C. 759, 199 I. C. ¢. 
45, and 199 I. C. C. 481. 

The Commission, division 4, in Finance No. 10276, Illinois 
Central reconstruction loan, has modified its report and certificate 
of April 10, 1934, so as to facilitate refinancing 37.5 per cent of the 
principal of the applicant’s 31 year 4.5 per cent gold notes out. 
standing in the hands of the public in the amount of $20,000,000. 
In the report and certificate of April 10, 1934, the Commission 
conditionally approved a loan of. $7,500,000 from the RFC. In 
this report some of the conditions have been modified, 80 per 
cent of the holders of the outstanding notes having consented 
to the change in the plans. The Commission has also eliminated 
from its prior report and certificate: paragraph 3 thereof. That 
paragraph required the Illinois Central, as a condition precedent, 
to fix its unrestricted endorsement and guaranty of the pay- 
ment of both principal and interest, upon the $14,949,000 of 
Yazoo & Mississippi Valley registered 5 per cent gold improve- 
ment bonds of 1934, extended to 1939, now pledged and to be 
repledged as security for all loans to that railroad company. 
The Illinois Central argued that that endorsement would not 
add anything to the security, but that insistence upon its giving 
would cause such delay as to jeopardize the successful consum- 
mation of its plan of refinancing. 

The Commission, by division 4, in a supplemental order in 
Finance No. 10419, Great Northern Railway Company securities, 
has modified its report and order in this case, dated April 14, 
1934, so as to permit the bonds authorized to be issued $4,935,000, 
to be designated as “secured 4 per cent serial bonds” instead of 
“10 year secured 4 per cent serial bonds.” The bonds are to be 
sold at not less than par and the proceeds used for maintenance 
and improvement. The change was made in view of the fact 
that the bonds were to mature serially in periods of from two to 
ten years. 

I. C. Streamline Train 


Allotment of a loan of $2,000,000 to the Illinois Central was 
announced June 14 by Public Works Administrator Ickes. About 
half a million of that will be used in constructing the units of 
a high speed streamline train to operate between Chicago and 
St. Louis. The rest will be used to buy eleven Diesel engines for 
use on the Chicago lake front in accordance with the agreement 
for the elimination of steam locomotives from that part of the 
company’s service. 

This is the second PWA loan to the Illinois Central, the 
other—one of ten millions—being used for rails, rebuilding of 
bridges, and acquisition of equipment. 

Ordering of more than a quarter billion dollars worth of 
materials for use on PWA projects was reported to Mr. Ickes 
June 14, orders for iron and steel accounting for nearly half the 
total amount. Of the $125,000,000 used for iron and steel, about 
$60,000,000 went into equipment, rails, and fastening for rail- 
roads. April orders for materials totaled $66,645,000, of which 
orders for railroad cars, rails, fastenings and locomotives ac- 
counted for $26,700,000. 

The railroad reconstruction and improvement phase of the 
PWA program, according to the Ickes announcement, has been 
the first to reach peak production of employment, being unham- 
pered by local laws and regulations which have held up the 
start on nonfederal projects by states, counties, cities, and towns. 





FINANCE APPLICATIONS 


Finance No. 10503. The Escanaba, Iron Mountain & Western 
Railroad Co. and Chicago & North Western Railway Co. seek approval 
of issue and sale by the Escanaba of $3,500,000 of 4 per cent first 
mortgage bonds to the PWA for financing construction of modern ore 
dock at North Escanaba, Mich., guaranty of the bonds and perform- 
ance of the contract with the government by the North Western, 
pledging by the North Western of $1,000,000 of its first and refund- 
ing mortgage bonds as collateral security for the Escanaba bonds, 
and making of a lease by the Escanaba of the dock property to the 
_ Western for a term beginning March 1, 1935, and ending March 
1, 1969. 

Finance No. 10509. Louisiana & Arkansas Railway Co. asks au- 
thority to issue its promissory notes, maturing not more than two 
years after date, and aggregating not more than 5 per cent of the 
par value of the securities outstanding in addition to its secured 
note for $1,400,000 heretofore authorized to the Chase National Bank 
of New York, which it asks authority to renew. Applicant asks 
authority to renew two notes to the Railroad Credit Corporation for 
$557,223.14 and to issue and renew not in excess of $542,776.86 of 
short term notes. 

Finance No. 10510. Norton & Northern Railway asks authority to 
abandon its line extending from junction with Interstate Railroad at 
Bear Creek Yard, to Wise, in Wise county, Va., 51%4 miles. 

Finance No. 10511. Wabash Railway and its receivers ask au- 
thority to abandon line from Shumway to Altamont, IIl., 9.48 miles. 

Finance No. 10508. Oregon-Washington Railroad & Navigation 
Co. asks authority to abandon its Enaville branch, 20.64 miles, ex- 
tending from Enaville to Prichard, in Shoshone county, Ida. The 
line was built to serve timber and mining operations. The timber has 
largely been exhausted and there are no mining operations which 
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require service sufficient to justify retention of the line, according 
to applicant. 


Finance No. 10419. Great Western Railway Co. petitions for 
supplemental order herein authorizing a change in designation of 


bonds involved from ten-year secured 4 per cent serial bonds to se- 
cured 4 per cent serial bonds, because the bonds mature serially in 
periods of from 2 to 10 years. ; ’ 

Finance No. 10512. Cook Transit Corporation asks authority to 
operate a switching connection between the property of the F. W. 
Cook Co. and the Chicago & Eastern Illinois at Evansville, Ind. 

Finance No. 10513. Springfield Terminal Railway Co. asks authority 
to abandon a portion of its line at Springfield, Ill., about 2 miles 
long, from applicant’s yard near Sangamon Ave., to the Bissell mine, 
which has not been operated since 1924. 

Finance No. 10514. A. A. Sprague and Britton I. Budd, receivers 
for the Chicago, Aurora & Elgin Railroad Co., ask approval of ex- 
penditures for equipment and maintenance to be financed with PWA 
loan for $404,673. The company’s plans call for replacing rails and 
renewal of bridges and repairing of passenger equipment. 

Finance No, 10515. Boston & Maine Railroad asks approval 
of acquisition of additional rolling stock and transportation equip- 
ment to cost in the aggregate not exceeding $2,683,000, ‘to be financed 
with PWA lcan. This application relates to acquisition of high-speed 
train and other equipment referred to in PWA statement announcing 
the proposal. 

Finance No. 10516. H. D. Pollard, as receiver of Central of 
Georgia Railway Co., asks authority to issue $500,000 of 4 per cent 
equipment trust certificates and to sell at competitive bidding, in 
connection with acquisition of 200 hopper bottom coal cars of 70-ton 
capacity each. 

Finance No. 10517. Baltimore & Ohio Railroad Co. asks authority 
to acquire trackage rights over the Pennsylvania Railroad’s leased 
and operated line between Dover and Valley Junction, O., 7.74 miles. 
Applicant said that in period of federal control an arrangement was 
made for use by it of Pennsylvania trackage between the points in- 
volved and that since the end of such control the arrangement had 
been continued by mutual consent. The agreement now up for ap- 
proval was executed December 13, 1933, and provides for payment for 
use of tracks at rate of $10 a train moved in either direction over 
the tracks, each engine, whether running light or with caboose or 
ears attached, to be construed as One train. 

Finance No. 10518. The Missouri-Kansas Belt Railway and Ter- 
minal Co. asks authority to issue 150 shares of preferred stock, par 
value $100 a share, with 6 per cent dividends; 49 unit shares of com- 
mon stock of no par value and 51 block shares of common stock of 
no par value, and $3,500,000 of 5 per cent first mortgage bonds, to 
reimburse its treasury for outlays mode in furtherance of construc- 
tion of its railroad and of the Imperial Terminal Building Co in Kan- 
sas City, Mo. The bonds and part of the stock are to be pledged 
for R. F. C. loan. 

Finance No. 10519. Visalia Electric Railroad Co. asks authority to 
operate over tracks of Fresno Traction Co, in and near Fresno, Calif., 
and over tracks of Peninsular Railway Co. and of San Jose Railroad 
in and near San Jose, Calif. All companies involved are subsidiaries 
of Southern Pacific Co. Applicant said it was proposed to take steps 
ultimately to obtain the dissolution of Peninsular Railway Co. and 
have the Visalia perform the freight operations of these subsidiaries, 
leaving to the Fresno and San Jose the street car business of those 
companies, 

Finance No. 10520. Morris S. Hawkins and L. H. Windholz, re- 
ceivers of Norfolk Southern Railroad Co., ask approval of extension of 
the railroad over a private industrial spur track from a point at or 
near Keene Junction to at or near Morehead Avenue in Durham, N. 
C., opposite manufacturing plant of American Tobacco Co., and there 
to construct and operate terminals for receipt and delivery of freight. 

Finance No. 10521. Mississippi Central Railroad Co. asks authority 
to issue forthwith a promissory note or notes for $150,000, a promis- 
sory note or notes for $300,000 in renewal of two separate notes ma- 
turing June 26, and on or before December 26, 1934, a note or notes 
for $100,000 to evidence loan then to be made, and a note or notes for 
$200,000 in renewal of two separate notes, each for $100,000, maturing 
December 26, 1934, each and every note to be payable to United States 
Lumber Co. and to bear 6 per cent interest. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10382, permitting the Boston & 
Maine Railroad to abandon its Belmont branch in Belknap County, N. 
H., approved. 

Report and certificate in F. D. No. 10098, permitting the Manistee 
& Northeastern Railway Company to abandon a portion of line of 
railroad in Manistee, Benzie, Grand Traverse and Leelanau counties, 
Mich., approved. 

Report and certificate in F. D. No. 10284, permitting (1) The Wis- 
consin Central Railway Company and its receiver to abandon a line 
of railroad of said company in Clark County, Wis., and (2) the Min- 
neapolis, St. Paul & Sault Ste. Marie Railway Company to abandon 
operation thereof, approved. 

Report and order in F. D. No. 10497, (1) granting authority to the 
New York, Lackawanna & Western Railway Company to issue $13,- 
639,000 of its first and refunding mortgage gold bonds, series A, in 
modified form with interest rate reduced from 5 to 4 per cent, in 
replacement of a like amount of 5 per cent bonds of that series now 
outstanding, and (2) granting authority to the Delaware, Lackawanna 
& Western Railroad Company to assume obligation and liability as 
guarantor in respect of said modified bonds and to sell them at not 
less than 91, the proceeds to be used in the payment of short-term 
notes; and dismissing that part of the application requesting authori- 
zation of a proposed agreement, approved. 





DROUGHT RELIEF RATES 


By amendments Nos. 1 and 2 to drought order No. 16, the 
Commission, by Commissioner Aitchison, has extended the ter- 
ritorial scope of No. 16, issued to L. E. Kipp, tariff publishing 
agent in the western district, to include additional counties in 
Arizona, Colorado, Idaho, Kansas, Minnesota, Montana, Nebraska, 
Nevada, New Mexico, Oregon, Utah, Wisconsin, Wyoming, IIli- 
nois, Iowa and Texas from and to which relief rates may be 
published, on a short notice and in simple form, to expire July 
5. Drought order No. 16 shows the bases upon which rates may 


The Traffic World 


PAGE 1133 





be made. Amendments to it show the territorial scope of the 
rates (see Traffic World, June 9). 

The Commission, by Commissioner Aitchison, by amendment 
No, 3 to drought order No. 16, has included in the drought area 
as described in that fundamental order additional counties in 
Colorado, Iowa, Kansas, Nebraska and New Mexico, so that the 
carriers may publish drought relief rates to or from those areas 
in tariffs dated to expire July 5. 

The Commission, by Commissioner Aitchison, by amendment 
No. 4 to drought order No. 16, has added alfalfa meal to the 
list of commodities upon which the carriers may publish rates 
expeditiously and inexpensively to and from drought stricken 
areas. They are authorized by the order to make rates on 
alfalfa meal equal to 66 2/3 per cent of the present tariff rate. 


DOTSERO CUT-OFF OPERATION 


By service order No. 55, the Commission, by division 6, has 
provided that, effective June 15, 1934, and thereafter until the 
final disposition by the Commission of the application in Finance 
No. 10504, the Denver & Rio Grande Western Railroad Company 
be authorized to use jointly the facilities of the Chicago, Bur- 
lington & Quincy Railroad Company and the Colorado & South- 
ern Railway Company to give it trackage connection between 
Utah Junction and its present Denver terminals in order that 
it may operate over the new route using the Dotsero cut-off. 
In Finance No. 10504 the Denver & Rio Grande Western has 
applied for a certificate authorizing it to operate over the Bur- 
lington trackage. The Burlington and the C. & S. have consented 
to the entry of the service order. The terms covering the use 
of the tracks are to be settled by the parties or in event of 
failure to agree, by the Commission. 

The so-called Dotsero cut-off extends from Orestod, a point 
on the Denver & Salt Lake, to Dotsero, a point of the D. & 
R. G, W., 41.3 miles, in Eagle county, Colo. It was expected the 
line would be ready for operation June 15 and from that date 
the D. & R. G. W. would become obligated to make large pay- 
ments for rental and maintenance to the Denver & Salt Lake 
Railway Company under a joint trackage agreement, the order 
pointed out, and therefore it was desirable for the trackage 
arrangement with the Burlington lines to be made in order that 
the operation of the new line might be begun. 


FALSE CLAIMS CASE 


The Commission has been advised, according to a statement 
by Secretary McGinty, that on June 4, Judge John M. Woolsey 
of the district court for the southern district of New York ren- 
dered an opinion in the case of United States vs. Harris Wish- 
natzki, Daniel Nathel and Albert J. Sroge, in which he found 
Sroge guilty and Wishnatzki and Nathel not guilty on charges of 
filing false claims on shipments of produce with the Pennsyl- 
vania Railroad Company. The case was tried before Judge 
Woolsey without a jury in November, 1933, on an indictment 
which was based on an investigation made by the Bureau of 





Inquiry of the Interstate Commerce Commission. Continuing 
the statement says: 
Briefly the facts, which are set out fully in the opinion, were 


that Sroge as bookkeeper for the firm of Wishnatzki & Nathel, filed 
certain claims with the carrier which were supported by false ac- 
counts of sale. Sroge, over his signature, certified that the accounts 
were true and correct representations of the actual sales from the 
particular cars on which claims were filed. 

The case turned largely on the question of what was a proper 
measure of damages in a case of this kind. Judge Woolsey holds 
that where a carload shipment of produce is damaged in part, the 
average sale price of the undamaged portion of the car establishes 
the standard by which the value of the undamaged portion should 
be measured. He also reiterates with particular application to this 
type of case the doctrine that an individual may not, by shutting 
his eyes to a certain state of facts, thereby claim that he did not 
know those particular facts, and that he is chargeable with knowledge 
of those things which he ought to know before acting. 

A fine of $100 was imposed upon the defendant the 
one count of the indictment upon which a decision was 


Sroge on 
given. 


SUSPENDED TARIFFS 


In I. and S. No. 3996, the Commission has suspended from 
June 8 until January 7 schedules in supplement No. 14 to Spei- 
den’s I. C. C. No. 1531, supplements Nos. 9 and 12 to Curlett’s 
I. C. C. No. A-418 and others, The suspended schedules propose 
various changes in rates on fresh seafood, from and to points in 
the south, including the assessing of charges for the transporta- 
tion of ice in the same package with the freight, which would 
result in both increases and reductions. 

In I, and S. No. 3997, the Commission has suspended from 
June 9 until January 9 schedules in supplement No. 65 to Wabash 
I. C. C. No. 6526, and in Toledo, Peoria & Western I. C. C. No. 
142. The suspended schedules propose to reduce the rates on 
fine bituminous coal, in carloads, from mines in Illinois, in the 
Fulton county and springfield districts, to Keokuk, Ia., and inter- 
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mediate points in Illinois. The following is illustrative, rates 


being in cents a ton of 2,000 pounds: 
f 


To Keokuk, Ia., from Fulton County group (via T. P. & W.), pres- 
ent rate 101, proposed rate 89; to Keokuk, Ia., from Springfield group 
(via Wabash) present rate 141, proposed rate 129. 


In I. and S. No. 3998, the Commission has suspended from 
June 15 until January 15 schedules in Atchison, Topeka & Santa 
Fe I. C. C. No. 12399. The suspended schedules propose to 
increase switching charges at Floydada, Tex., of $1.80 and $2.25 
a car, to $5.50 a car. 


DIVISION ACCOUNTING 


With only one dissenting vote the railroads of the country 
have agreed on simplified rules for dividing and accounting for 
the money obtained for joint-line hauls, to be applied for an ex- 
perimental period of six months, with a view to determining 
whether the excessive complexity and uncertainty of arrange- 
ments among carriers for a division of joint rates, and the as- 
sumed unnecessary expense in the settlement of inter-line ac- 
counts cannot be removed permanently, according to an an- 
nouncement by Coordinator Eastman. He said the railroads 
were to be congratulated upon this achievement. 

If the temporary agreement cannot be made permanent the 
agreement looks to the setting up of arbitration boards or other 
machinery for the settlement of division disputes. However, the 
committee that handled the matter concluded that the present 
time was not opportune for setting up arbitration boards or 
other machinery for the settlement of division disputes. Reports 
as to the result of operations under the plan are to be made 
monthly, beginning July 1. 

Announcement of the adoption of the plan was made by 
Coordinator Eastman on June 11. He took up the subject last 
April (see Traffic World, April 7, p. 643), suggesting the appoint- 
ment of a central committee of the carriers to study re-audits 
of interline accounts, with a view to early and definite correc- 
tion. In announcing the making of the agreement, Mr. East- 
man said that it appeared that before the receipt of his com- 
munication, which was addressed to his regional coordinating 
committees, the advisory committee of the Association of. Rail- 
way Executives had appointed a committee of 21 traffic execu- 
tives and accounting officers to study that question, among 
others. The coordinating committees then agreed jointly to ask 
that committee for a report on the subject of simplified divi- 
sions. The carrier committee made its report to R. H. Aish- 
ton, chairman of the advisory committee, the matter was sub- 
— to a vote of the member roads, approved and put into 
effect. 

Correspondence between Mr. Aishton and E. R. Woodson, 
chairman of the joint committee of 21, was made public by Mr. 
Eastman in his announcement on the subject. In Mr. Aishton’s 
letter to Mr. Woodson announcing the approval of his commit- 
tee’s plan, it appears that approval of the plan was given by 
Class I roads operatjng 240,606 miles of road. 

The one negative vote was cast by the Cumberland & Penn- 
sylvania, a Class II carrier operating 56.78 miles of road, Mr. 
Aishton said the plan had also been approved by 10 class I car- 
riers not members of the Association of Railway Executives and 
the American Short Line Railroad Association. Mr. Aishton, in 
writing to Mr. Woodson, said it was the understanding that if 
the plan failed to work successfully, the joint committee could 
then make further recommendations, for the consideration of 
the member lines, as to the necessity for an arbitration board. 

In making this plan effective, said Mr. Aishton, “it is con- 
sidered as outstandingly important and should receive every 
needed attention by the joint committee, the various traffic asso- 
ciations and the Railway Accounting Officers’ Association.” 

Director Wylie, of the Commission’s Bureau of Accounts, 
in a note to Coordinator Eastman, said: 


In my judgment the adoption by carriers of this report marks 
one of the most progressive steps taken in railway accounting since 
the Hepburn amendment to the Interstate commerce act became ef- 
fective. The benefits are far reaching and will be reflected in marked 
economy in interline freight accounting and the expedition of inter- 
line freight settlements. Greatly increased accuracy in_ interline 
— will result and disposition of freight claims will be facili- 
ated. 

If the clearing house plan of settling interline freight balances is 
adopted, the simplification of interline divisions will be found to be a 
contributing factor in making prompt submission by carriers of their 
interline accounts and consequent early determination of balances. 


The report of the joint committee, approved and now in 
effect, follows: 


TOPIC NO. 1.—Simplification of Divisions. 

(a) Recommended that future divisions, and, where practicable, 
existing divisions, of all joint through freight rates be expressed in 
percentages (except as provided in (b) ), and that in no case shall 
— proportions have more than one figure at right of decimal 
point. 

(b) That the utmost effort be made to convert into percentages all 
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minimum, maximum, or fixed revenues expressed in terms of money 
per 100 lbs. or other unit, but that pending such conversion they he 
deducted, as heretofore, before dividing the balance of revenue. 

(c) That whatever the basis of the divisions may be, they be 
issued by the traffic department in the simplest practicable form. 

TOPIC NO. 2.—Determine the principle of a basis for interim di- 
visions to be applied pending final division determination. 

Where joint through freight rates (for which divisions have been 
established) are or have been changed and new divisions not agreed 
upon, the line haul revenue will be divided on a revenue probate, using 
the old line haul factors as a temporary basis, subject to Notes 1 and 
2 


Where joint through rates are established as substitute for com- 
bination and no agreed divisions are in effect, the line haul revenue 
will be divided on a revenue prorate, using the former line haul earn- 
ings as factors for a temporary basis, subject to Notes 1 and 2. 

Note 1—Wherever the former bases provide for deductions of fixed 
arbitraries, including terminal, insurance of bridge deductions, those 
deductions must be made before prorating the balance of the revenue, 
This is not designed to cause any carrier to participate in the ab- 
sorption of any of these deductions in which it has not heretofore 
participated. 

Note 2—Wherever the revised rates include special arbitraries al- 
lowed by the Interstate Commerce Commission for account of any 
earrier and such arbitraries are added to the standard line rates, 
such arbitraries must be deducted before prorating the balance of 
the revenue. 

Wherever class rate divisions are in effect, the same bases of di- 
visions will apply in connection with classification exceptions or rates 
made on fixed percentages of class rates. 

Where inter-territorial traffic, on account of absence of through 
or incomplete routing in tariffs, is sent via junction points through 
which agreed or temporary divisions are not in effect, the rates shall 
first divide over the inter-territorial gateway on basis of agreed di- 
visions to and from the gateway; the subdivision of the proportions 
in the separate territories shall be adjusted without effecting the 
revenue in the other territory. 

Where joint through rates are in effect and tariff provides via 
any line, party to such through rates, that the lowest combination 
of intermediates via any route will be the maximum applicable via 
all routes, the through rate made upon such combinations will divide: 

(a) When the traffic moves via the point upon which the combi- 
nation rate makes, the combination rate will divide as made. 

(b) When the traffic moves via other routes the combination rate 
will divide upon the same bases as used in dividing the joint through 
rates. 

The adoption of the foregoing temporary bases as provided in 
Topic 2 is not intended to determine or set a precedent for permanent 
divisions. 


TOPIC NO, 3.—Determine whether arbitration board or other 
machinery should be set up to settle division disputes. 


Your Committee is agreed on the principle of voluntary arbitra- 
tion as between carriers or groups of carriers. However, in view of 
the progress that has been made through the recommendations herein 
submitted, towards simplifying temporary division bases for prorating 
or dividing rates on which divisions have not heretofore been in effect, 
your Committee concludes that the present time is inopportune for 
setting up arbitration boards or other machinery for the settlement 
of division disputes. Your Committee recommends that a period of 
six months elapse, during which these recommended bases be made 
operative, with a view to determining results. At the end of the six 
months’ period from May 1, 1934, the question of creating arbitration 
boards or the setting up of machinery to settle division disputes shall 
again be brought before your Committee for the purpose, at that time, 
of preparing its recommendations on this question. 


Retroactive Applications 


(a) Where rates have been published for which divisions have not 
been furnished, or, if furnished, have not been agreed to by all inter- 
ested carriers, and where bases as outlined above are used as a tem- 
porary measure for dividing revenue between interested carrirs, such 
temporary divisions will apply retroactively to all prior unsettled, ad- 
mittedly disputed accounts on the traffic for which temporary divisions 
are provided when previously covered by Statements of Differences or 
letters of equivalent effect as provided in Railway Accounting Officers’ 
Association mandatory freight accounting Rules. 

(b) If and when such temporary divisions are replaced by agreed 
upon permanent divisions, the latter will not be applied retroactively 
beyond the current month but will be made effective as of an agreed 
upon date not prior to the first of the same month in which agreed 
upon divisions are established. 

The provisions of (a) and (b), above, will not apply to the di- 
visions in I. C. C. Docket No. 17000, Part 2, nor to cases that are 
now before the Interstate Commerce Commission on formal complaint. 


Simultaneous Publication of Divisions and Rates 


Your Committee recommends that no further joint through rates 
be voluntarily established without agreement for divisions before pub- 
lication of the rates. 


COORDINATOR STAFF CHANGES 


Coordinator Eastman has issued the following statement on 
staff changes: 


Mr. V. V. Boatner, now western regional director for the federal 
coordinator of transportation, has been given general supervision of 
all the work which is being carried on by the three regional directors 
in the east, south, and west. This work has to do with the study of 
possible economies in operation which are localized to particular 
places, lines, or territories, such as terminal unification, joint use of 
various facilities, pooling of train service, the elimination of wasteful 
routes, and the like. He will have the title of director, section of re- 
gional coordination. Mr. Boatner will be succeeded as western regional 
director by Mr. J. M. Baths, who leaves the position of vice-president 
of the Chicago Great Western railroad in charge of operation, to un- 
dertake this work. “Mr. J. P. Cowley, who has done most excellent 
and satisfactory work as assistant regional director in the western 
region, located at Dallas, Texas, has found it necessary to return to 
his former work with the Atchison, Topeka & Santa Fe railroad. He 
will be succeeded by Mr. W. F. Kirk, who has been general super- 
intendent, western district, of the Missouri Pacific railroad. 
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June 16, 1934 


MORE ENGINE STUDY PROPOSED 


In a letter to the presidents of Class I steam railroads, Co- 
ordinator Eastman says there has probably never been a more 
opportune time to make a scientific study of steam locomotives 
for the purpose of formulating programs for repairs, retirement 
and replacement which will best promote operating efficiency 
and economy. With his letter he transmits a memorandum on 
the subject prepared for him by O. C. Castle, chief of the co- 
ordinator’s Section of Car Pooling. The memorandum by Mr. 
Castle is in the nature of a supplement to his memorandum of 
April 24. (See Traffic World, April 28, p. 802.) The coordinator 
said that the Castle report dealt with the question of repair 
costs and their relation to the age and size of steam locomotives, 
adding that this report should be considered in the light of the 
information developed in the earlier report. Continuing, Mr. 
Eastman said that of particular interest, in relation to trend 
charts contained in Mr. Castle’s report were the summaries of 
original cost, depreciation and age of locomotives. Admittedly, 
he said, the locomotive problem was a complicated one. Unfor- 
tunately, he said, many of the factors essential to an adequate 
solution of the problem were today unknown. Considered solely 
from the financial standpoint, the magnitude of the amount in- 
volved justified the most thorough research in the development 
of facts upon which correct assumptions might be based and 
efficient practices applied. Continuing, Mr. Eastman said: 


Among the many phases of this question, the one which at this 
time seems to present the most promising field for constructive con- 
sideration is that of repair costs. 

As a result of a long period of light traffic, and the necessity for 
the curtailment of expenditures, the railroads have very properly de- 
ferred the maintenance of a considerable proportion of their motive 
power. With 21.2 per cent of the locomotives in unserviceable con- 
dition, and with serviceable power lacking approximately one-third of 
a normal potential mileage, there has probably never been a more 
opportune time to make a scientific study of steam locomotives for the 
purpose of formulating programs for repairs, retirement, and replace- 
ment which will best promote operating efficiency and economy. 

In the choice of methods used in this study, there was no inten- 
tion to sponsor .or endorse the unit of measurement or the formula 
used in the development of the trend charts. 

Some ‘“‘yard stick’’ was essential, and some statistical process was 
necessary. 

Opinions differ as to the most satisfactory unit as well as to the 
sufficiency of various statistical processes. With these differences I 
am not greatly concerned, 

I am impressed, however, with the need, in the solution of this 
and other operating problems, for the substitution of factual analyses 
and scientific study for “rule of thumb”? methods and arbitrary per- 
sonal preferences in the determination of questions which vitally in- 
volve the efficency and the solvency of the railroads. The attached re- 
port is submitted in the belief that it charts one course which may be 
followed with profit to your company. The study is not the last word, 
nor is the course the only one possible of profitable navigation. 


In his memorandum to Coordinator Eastman, Mr. Castle in 
part said: 


This section of our locomotive study had for its purpose the as- 
sembling of data which would be useful in ascertaining the extent to 
which repair costs are related to the age of steam locomotives, and, 
if possible, the development of a formula by means of which the eco- 
nomic life of such locomotives may be determined. 

As of October 1, 1933, Class I railways owned 51,425 steam loco- 
motives; their ledger value averaged $33,402 with an aggregate in- 
vestment of $1,717,697,850. This amount also represents approximately 
what the railways expend in five years for repairs. As the average 
age of locomotives today is slightly more than 20 years, the repairs 
made to the existing locomotives have already amounted to about 
four times their original cost. The development of a reliable methed 
through which to determine the ‘‘economic life’ of steam locomotives 
is worthy of the most intensive and extensive study. 

Because there are no two railroads, nor two divisions of a given 
railroad, alike, each one presents a special problem, the correct so- 
lution of which involves much more basic information than we have 
initially undertaken to secure, Although we feel that the fundamen- 
tals here developed and analyzed in themselves provide valuable 
data and much food for thought, it is hoped that our study will 
stimulate an increased interest in the subject; and from that interest 
the development of more facts, thereby lessening the number of as- 
sumptions and thus placing conclusions on safer ground. 

We have used as a basis for our study the cost of repairs made 
during the years 1927, 1928 and 1929. It is believed that during that 
period the current upkeep was more nearly in line with the mileage 
run out than has obtained during the subsequent years of depression; 
also, that as there were no violent or substantial changes in the level 
of prices and wages, the years selected afford a good basis for com- 
parisons. 

A summarization of the replies includes an ownership of more 
than 59,000 locomotives, averaging about 1,819 horsepower; they made 
4,912,600,000 miles, 975,223,000 horse-power units, at a cost for repairs 
of $1,190,669,000. 

A number of the largest roads in the country did not furnish a 
detailed break-down in costs by types and age, and the largest road 
did not furnish either this information or a sufficient mileage break- 
down to enable us to include it in any of the detailed analyses. These 
roads reported that their records are not kept in such detail as would 
enable them to furnish the information asked for... 

We now have three years detailed data on steam locomotive re- 
pairs aggregating $709,346,536. This amount was expended on about 
39,000 locomotives representing 116,079 locomotive-years and averaging 
1,746 horse-power. During this period there were 3,200,994,584 loco- 
motive-miles made by locomotives capable of producing 618,608,225 
horse-power units. These reports cover 65.4 per cent of the reportable 
number of locomotives; by districts, the percentages are, Eastern 
32.1, Southern 84.7, and Western 94.6. It is upon this data that we 
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have been able to produce the ‘‘cost of repair by age-of-use’’ trend 
lines. 


NRA SHINGLE RATES ORDER 


An order by National Recovery Administrator Hugh S. John- 
son has been announced withdrawing a shingle transportation 
schedule in the rules, under the code for the lumber and timber 
products industries, for lumber shipment rates from Oregon and 
Washington to California cities. 

General Johnson’s order of February 19, 1934 (which ap- 
peared subsequently as Bulletin No. 79 of the Lumber Code Au- 
thority) approved appeals, regarding lumber shipment rates, of 
the Willamette Valley Lumbermen’s Association, certain Wash- 
ington and Oregon cargo and other rail shippers to California, 
the California Wholesale Lumber Association, the Merced Lum- 
bed Co., and the Pacific Coastwise Lumber Conference, from 
previous rate sheets or orders of the Code Authority. The ad- 
ministrator’s February 19 order set forth in detail the rules for 
such shipments. A sentence toward the end read: “Shingles 
to be figured at 1/10 of the B. M. rate to arrive at transportation 
rate per square.” 

The order now announced deletes that sentence because it 
was shown that the matter of transportation rates of shingles 
was not properly up for consideration in the aforesaid appeal. 


COMMUNICATIONS ACT 


The Trafic World Washington Bureau 


With approval by the House and Senate of the conference 
report on the communications bill, Congress created a new fed- 
eral commission—“Federal Communications Commission—to 
regulate interstate and foreign commerce in communication by 
wire and radio “so as to make available, so far as possible, to all 
the people of the United States a rapid, efficient, nation-wide, 
and world-wide wire and radio communication service with ade- 
quate facilities at reasonable charges, for the purpose of the 
national defense, and for the purpose of securing a more effec- 
tive execution of this policy by centralizing authority heretofore 
granted by law to several agencies and by granting additional 
authority with respect to interstate and foreign commerce in 
wire and radio communications, .. .” 

There will be seven members of the new commission, to be 
appointed by the President by and with the advice and consent 
of the Senate. The salary of each member is to be $10,000 a 
year. The act fixes maximum salaries of officers as follows: Gen- 
eral counsel, $9,000; chief engineer, $9,000; secretary, $7,500; 
division directors, $7,500. It is provided that no assistant shall 
receive more than $7,500 a year. 

Authority for creation of divisions and delegation of work 
to individual commissioners and board of employes similar to 
that accorded the Interstate Commerce Commission is granted 
to the Communications Commission by the act. 

Duties, powers and functions of the Interstate Commerce 
Commission, The Federal Radio Commission and the Postmaster 
General relating to wire and wireless communications are trans- 
ferred to the new commission. 

State regulatory commissioners should be “well satisfied” 
with the communications act, according to John E. Benton, gen- 
eral solicitor of the National Association of Railroad and Util- 
ities Commissioners. 

“Intrastate jurisdiction is expressly negatived,” said he, 
adding that the new commission would have no Shreveport 
power as to intrastate rates and that the new commission’s 
rate-making power was confined to rates covering toll service. 

Continuing his review of the measure as approved by Con- 
gress, Mr. Benton said: 





Every telephone company with properties in a single state is ex- 
cluded from all provisions of the act except the rate provisions, pro- 
vided such company does not control and is not controlled by any other 
carrier. This keeps in all the Bell companies and other companies not 
altogether independent, but excludes all independent, the lines of which 
are within one state, except that the commission may require physi- 
cal connection for toll business of such companies and regulate charges 
therefor. As to accounts and depreciation, the new commission is 
given jurisdiction substantially identical with that heretofore held by 
the Interstate Commerce Commission, Neither the language of the 
House bill, explicitly recognizing the power of state commissions to 
prescribe different depreciation rates and different systems of ac- 
counts, nor the Senate language directing the commission to investi- 
gate and report whether a is desifable ‘‘permitting the state 
commissions * * * to prescribe their own percentage rates of deprecia- 
tion or systems of accounts,’’ was kept in the bill. Instead section 
220 (j) provides ‘“‘the commission shall investigate and report to Con- 
gress as to the need for legislation to define further or harmonize 
the powers of the commission and the state commissions” with re- 
spect to these matters. Section (i) provides that before the commis- 
sion prescribes any accounting system it ‘‘shall notify each state 
commission * * * (and) give reasonable opportunity to each such 
commission to present its views, and shall receive and consider such 
views and recommendations.”’ 

In place of the mandatory physical valuation provision of section 
19 (a), the commission by section 213 is authorized but not required 
to make valuation from time to time and is explicitly left free to adopt 
“any method of valuation which shall be lawful.’’ The section provides 
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that nothing therein shall impair or diminish the powers of any state 
commission.’’ Section 214 requires a certificate to authorize new con- 
struction, but does not apply to ‘‘the construction, acquisition, opera- 
tion or extension of (1) a line within a single state unless said line 
constitutes part of an interstate line, (2) local branch, or terminal 
lines and exceeding 10 miles in length.’’ There is no provision for the 
regulation of securities. The new commission is directed to investi- 
gate and report to Congress concerning transactions of companies re- 
lating to the ‘furnishing of equipment, supplies, research, services, 
finances, credit, or personnel,’’ and is authorized to investigate the 
management of the business to all carriers subject to the act. The 
radio act of 1927 is repealed and the radio law largely rewritten. With 
respect to telegraph companies, all the powers and duties of the Post- 
master General and the Interstate Commerce Commission under exist- 
ing laws are transferred to the new commission. Pending proceed- 
ings are continued. All outstanding orders of the Radio Commission 
are continued in effect until changed. Depreciation and valuation or- 
ders of the Interstate Commerce Commission outstanding are to have 
the same effect as if made by the Communications Commission. 

The Senate provision authorizing joint boards, which the House 
struck out, was restored. Section 410 (a) authorizes the commission 
to refer ‘any matter arising in the administration of this act’ to a 
joint board composed of members nominated by state commissions and 
provides that ‘‘such board shall be vested with the same powers and 
be subject to the same duties and liabilities as in the case of a mem- 
ber of the commission when designated by the commission to hold a 
hearing.’”’ The joint board procedure and the effect of joint board ac- 
tion is to be prescribed by commission regulation. ‘Joint board mem- 
bers shall receive such allowances for expenses as the commission 
shall provide.’’ Section 410 (b) contains substantially the same lan- 
guage authorizing joint conferences and hearings as section 13 (3) of 


the interstate commerce act. 

This summary statement is sufficient to show that the state com- 
missions have reason to feel well satisfied with the enacted legisla- 
tion. It ends a situation which constituted a standing threat to state 
regulation. It removes altogether from the jurisdiction of the federal 
commission all independent telephone companies, the lines of which do 
not pass over state borders, except only as to connection for and 
charges for interstate toll communication, It also excludes all ex- 
change service, and rates therefor, even though in part interstate. 
This brings regulation of this local business under the unquestioned 
control of state authorities, under the rule laid down in the Pennsyl- 
vania Gas Company Case (252 U. S. 23), and conforms to the request 
first made by this association in 1929. 

This satisfactory outcome is due to the continuous work of the 
Association representatives. In the months which preceded the in- 
troduction of the communications commission bill, these representa- 
tives engaged in a continuous undertaking to demonstrate the ne- 
cessity for the changes in the law which this bill as finally passed 
will effect. It should also be said in credit to the Administration that 
never before have the state commissions been given more adequate 
opportunity for presenting their views concerning legislation in course 
of preparation. 


RAIL EMPLOYE PENSION BILL 


The Trafic World Washington Bureau 


In a little more than two hours, June 8, the House commit- 
tee on interstate and foreign commerce held a hearing on 
H. R. 9596, the Crosser bill providing for a railroad pension 
system, the measure being identical with S. 3231, favorably 
reported to the Senate for passage. At the conclusion of the 
hearing Chairman Rayburn announced that the bill had been 
referred to a sub-committee headed by Representative Lea, of 
California. 

L. N. Eddy, vice president of the Order of Telegraphers, 
and Herman L. Ekern, representing the Railroad Employes’ 
National Pension Association, appeared in support of the meas- 
ure. Those opposing the bill were Coordinator Eastman; R. V. 
Fletcher, general counsel of the Association of Railway Execu- 
tives, and C. A. Miller, general counsel of the American Short 
Line Railroad Association. 

In a telegram to the committee, R. C. Fulbright, chairman 
of the legislative committee, of the National Industrial Traffic 
League, after stating that he was unable to be present at the 
hearing, said that the League had carefully considered the pen- 
sion bill and that while approving voluntary policy by numerous 
lines with respect to pensions it believed that for the govern- 
ment to force a pension policy was socialistic in principle and 
should not be attempted now as it would cause a heavy financial 
burden. The railroads, said he, had enough troubles “without 
this.” 

Cognizance of utterances by United States senators on the 
floor of the Senate to the effect that there was little or no appo- 
sition to the pension bill and that at least some railroads were 
in favor of it was taken by Mr. Fletcher in his brief appearance 
before the House committee. He asserted that he wished to 
inform the committee as emphatically as he could that so far 
as he was advised there was not a railroad in the United States 
that favored enactment of the legislation. He said he spoke 
thus because the bill should not be handled as one having 
unanimous consent. He said the fundamental reason the rail- 
roads opposed the measure was that it would add approximately 
$100,000,000 a year to the expenses of the railroads without 
improving the method of paying pensions. He said the question 
involved Was a practical one and that it was one of expense. 
He said computations disclosed that by 1941, under the terms 
of the bill, the cost to the railroads would be approximately 
$152,000,000 a year; by 1946, $185,500,000, and by ‘1960, $300,- 
000,000. As the payroll stood now, he said, the latter amount 
would represent 20 per cent of it. 
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As to a statement by Mr. Eddy that the bill provided for 
the plan going into effect and a report being made on it within 
the next four years, Mr. Fletcher said the subject matter was 
one that should not be made the basis of such an experiment. 
In four years, he said, both the railroads and their employes 
would have assumed obligations and have obtained interests, 
respectively, that could not be interfered with without loss to 
many. He said the railroads were not opposing a rational re. 
tiring system and that 90 per cent of the railway mileage paid 
pensions now in some form. In view of the fact that the rail. 
roads in 1933 failed by $13,000,000 to earn their fixed charges, 
he thought the committee should consider the effect of such 
a bill on the financial condition of the railroads. 

Mr. Miller said the short lines were opposed to the bill 
“for the very simple, but yet very substantial reason that the 
railroads as a whole, and particularly the short line railroads, 
are financially unable to meet the burden which it would impose 
upon them.” 

He asked that if favorable consideration were given the bill 
that the short lines be exempted from its provisions. 

Coordinator Eastman based his opposition to the Dill on 
provisions therein and on the fact that as coordinator he was 
making a special thorough study of the subject involved and that 
action by Congress should await completion of that study and 
submission of recommendations by him. 

Representative Monaghan, of Montana, who indicated by his 
questions that he was supporting whole-heartedly the pension 
bill, asked the coordinator if he were not informed that Presi- 
dent Roosevelt favored the bill and desired it passed at this 
session. Mr. Eastman said he had no such information. 

The coordinator amplified statements made by him previ- 
ously before the Senate committee and told of the work of his 
organization on the subject involved. He emphasized the point 
that the plan which his labor advisors were working out con- 
templated ‘not only pensions, but a system of unemployment 
benefits, a placement service for displaced employes, and dis- 
missal wages to cushion the shock of loss of employment when 
economies in Operation are introduced. These are all essep- 
tial features of any adequate program of economic security for 
the employes. Some are of greater benefit to the older men 
and some, to the younger. The objective is the best practicable 
plan for the benefit of all.” 

Asserting that the present railroad pension systems were 
unsatisfactory, he said it was perfectly clear that there was a 
large body of superannuated employes who ought, for the good 
of the service, to be retired. 

“A survey just completed by my staff shows that of the 
total employes in service on January 1, 1934, approximately 25 
per cent, or about 250,000, have already attained or will in the 
next four years attain the age of 65 or more or complete 30 
years of service,” said he. 

What he described as “ambiguities and uncertainties” of the 
bill were discussed by the coordinator. The effect of his state- 
ment was that the bill.as it stood did not represent an effective 
or efficient handling of the problem. In his conclusions he said: 


Summing up, my conclusions are that while better provision for 
retirement annuities for railroad employes is very desirable from 
every point of view, H. R. 9596 is subject to the following criticisms: 

. The provisions of the bill in important respects are not clear, 
would: be difficult and expensive to administer, and would breed 
much controversy and litigation. 

In certain respects the provisions of the bill would discrimi- 
—_ unfairly between individuals and also between classes of em- 
ployes. 

3. The estimates of cost to both the companies and the em- 
ployes which are given in the report of the Senate committee are 
much too low. The annuities which would become payable would be 
considerably larger both in individual amount and in total volume 
than the framers of the bill have apparently anticipated. 

4. The bill is frankly based on the principle of securing knowledge 
as to all that may be involved and the results after the system of 
retirement annuities goes into effect rather than before, and making 
subsequent adjustments in the light of the knowledge acquired as 
the result of actual experience. 

No arinuities will become payable under the bill prior to January 
1, 1935, and they may be held up longer by litigation which the bill 
will invite. Before that date I shall be able to present to the Congress 
the results of the survey which has been made, including actuarial 
analyses of the data, and to present a plan definitely adjusted to the 
facts so ascertained. I hope and expect that it will be possible to 
include in this plan, also, provision for unemployment benefits, place- 
ment service, and dismissal wages under certain conditions. In the cir- 
cumstances I am of the opinion that it is desirable to suffer this 
comparatively short delay rather than to adopt a measure having 
the imperfections of the one before you. In the meantime, the pres- 
ent railroad pensions will continue in operation and will protect the 
situation to some extent. 


Spokesmen for the bill said that the railroads were paying 
about $34,000,000 a year in pensions now and that the cost to 
the railroads under the bill would be about $60,000,000 the first 
year. They said it would be difficult to prepare a more perfect 
plan in advance and urged that the system proposed in the Dill 
be put into effect and that then adjustments be made within 
the four year period as specified in the bill. 

The House subcommittee in charge of the pension bill re- 
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ported the measure, with revisions, to the full committee which 
pegan the consideration of it in executive session June 12. 

The House committee on interstate and foreign commerce, 
with several amendments, June 13, approved the bill and or- 
dered it reported to the House for consideration, which was 
to be sought under a special rule. 

With the Senate having made the bill its unfinished busi- 
ness and begun debate on it, it appeared that the bill was headed 
for enactment at this session. 

The House committee adopted an amendment providing that 
no pension should exceed $100 a month. It also changed the 
pases for determining the annuity to be paid. The bill as ap- 
proved by the committee provides that such annuity shall be based 
on the service period of the employe and shall be the sum of 
the amounts determined by multiplying the number of years of 
service, not exceeding 30 years, by the following percentages of 
the monthly compensation: 2 per cent of the first $50; 1144 per 
cent of the second $50, and 1 per cent thereafter. 

In favorably reporting the pension bill, the House com- 
mittee estimated that, on the basis of present payrolls of ap- 
proximately $1,500,000,000, the contributions of the employes 
at the rate of 2 per cent of the compensation paid them would 
produce $30,000,000, and the contributions of the carriers, twice 
those of the employes, would total $60,000,000, on an annual 
basis, 

Senator Walsh, of Massachusetts, submitted in the Senate 
a resolution adopted by the General Court of Massachusetts 
urging Congress to pass the pension bill. 

The Senate, June 14, passed the bill and sent it to the 
House. 

Under suspension of rules, the House June 15 passed the 
railroad pension bill reported by the House committee. This 
bill differs in some respects from the bill passed by the Senate. 


RAILROAD LABOR BILL 


The Traffic World Washington Bureau 


Coordinator Eastman, in a letter to Chairman Rayburn, of 
the House committee on interstate and foreign commerce, rela- 
tive to proposals of representatives of organized railroad labor 
for amendment of H. R. 9689, the bill amending the railway labor 
act, said that proposed amendments which J. A. Farquharson, 
vice-president and legislative representative of the Brotherhood 
of Railroad Trainmen, undertook to defend were designed to 
protect certain so-called “percentage contracts” which the 
brotherhood had with some of the railroads. 

“These contracts,” said Mr. Eastman, “are so out of har- 
mony with the whole spirit of railroad labor relations as con- 
templated by the railway labor act, the bankruptcy act, and the 
emergency railroad transportation act, that I am frankly, aston- 
ished by the persistency with which these amendment are urged.” 

Mr. Eastman said that in his testimony before the commit- 
tee he had pointed out that the percentage contracts were de- 
signed to permit the so-called standard organizations to enter 
into contracts or agreements with the carriers which are pro- 
hibited in the case of “company unions,” such contracts or agree- 
a. being of the “closed shop” or “yellow dog” variety, and 
added: 


No such distinction is made in the present labor provisions of the 
emergency act, which the standard organizations themselves wrote, 
and I am at a loss to know how it can be defended. It is not necessary 
to repeat here all that I said in my statement to the committee. How- 
ever, the trainmen have cleared up with my organization a few points 
as to which I was not fully informed at the time of my statement. 

(1) None of the percentage contracts applies to the road train 
service. Conductors demoted to trainmen’s work on account of de- 
crease in business displace trainmen, and trainmen are promoted 
to conductors’ jobs without any friction between the organizations and 
without any percentage contracts. Under these circumstances a per- 
centage contract for the trainmen in road service would be impossible. 

(2) The percentage contracts apply only to yard service, i. e., 
yard conductors, yard brakemen and switchmen. The contracts pro- 
vide that at least 75, 85 or 100 per cent, as the case may be, of these 
classes of employes working in a yard must belong to the Brother- 
hood of Railroad Trainmen and that, in one instance at least, the 
carrier must, in the contract of employment, provide that the new 
employe shall join the trainmen’s organization within a limited num- 
ber of days from his employment. Thus the contract provides for 
a closed shop, in whole or in part, and has also all the essential 
features of the “‘yellow dog’’ contract, denying freedom of choice to 
the employes. 

(3) The Brotherhood of Railroad Trainmen have the contract 
for the yard service employes on between 140 and 150 Class I rail- 
roads, but on only 23 roads of this total has the Brotherhood been 
able to negotiate a percentage contract. On the remaining 120 odd 
Toads where the trainmen have the yard contract, they are in posi- 
tion to make the yard service jobs interchangeable with the road 
train service, protect their contracts, prevent illegal strikes, insure 
division seniority for yard service employes, and generally make the 
organization much more flexible in the protection of their members 
and the railroad than under a percentage contract. This is so be- 
cause the percentage is figured for each yard separately, and hence 
the men have no seniority rights elsewhere in case the operation of 
a yard is abandoned through consolidation, lengthening of divisions, 
or other operating change. 

(4) The Brotherhood of Railroad Trainmen could, without diffi- 
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culty, rewrite the percentage contracts to conform with the yard 
contracts that they hold on the great majority of the roads. 

(5) The percentage contracts of the Brotherhood of Raliroad 
Trainmen cover not more than 10,000 employes. This is approximately 
1 per cent of the total of railroad employes. The provisions of para- 
graphs 4 and 5 of section 2 of the bill will affcet the opportunity 
of freedom of choice in the selection of representatives by perhaps 
400,000 employes heretofore included in ‘‘company union’ groups. 
Is it any wonder that the railroads foster the contentions made by 
the trainmen in the hope of preventing the passage of the bill or 
imperiling its constitutionality? The committee members will appre- 
ciate the legal arguments that will be raised in behalf of the ‘“‘com- 
pany unions” if Congress should prohibit certain practices with respect 
to them, but permit the same practices with respect to other labor 
organizations. 

(6) In Mr. Farquharson’s brief, attention is called to certain 
contracts of the Brotherhood of Locomotive Firemen and Egninemen 
in the south, whereby a certain percentage of men employed as 
firemen are promotable men. Apparently Mr. Farquharson would 
have it appear that these contracts of the firemen are similar to 
the percentage contracts of the trainmen. This, however, is not the 
case. All that the firemen’s contracts provide is that a certain ratio 
between -white and colored firemen shall be maintained for reasons 
having absolutely no relation to membership or non-membership in 
labor organizations. The percentage contracts of the trainmen for 
yard service are the only “closed shop’’ contracts known to the rail- 
road industry. 

(7) Long experience has shown that whenever management is 
put into position to assist in the control of membership in a labor 
organization, it will find ways to control the policy and practices of 
that organization, 

(8) The importation of labor practices in other industry as a 
guide to Congress in framing railroad labor legislation presents an 
anomaly. Heretofore, the railroad labor leadership has set the model 
to which labor interests in other industry have sought to attain. Sen- 
ator Wagner has joined with the committee on interstate commerce 
in the Senate in recommending this legislation as it appears in H. R. 
9689. Mr. Farquharson’s brief is in error in asserting that the United 
Mine Workers write only closed shop contracts. The fact is that 
while the check-off may be written into the miners’ contracts, it 
applies only to the members of the union. 

I am confident that the only real support for the proposed amend- 
ments is from a single organization. None of the other standard or- 
ganizations has anything to gain from such changes in the bill. I 
sincerely hope that your committee will not imperil the legislation by 
adopting these amendments . They can cause only trouble and are 
incapable of any sound defense. * * * 

Tlie bill as proposed gives every latitude to independent unions, 
organized in accordance with the bill, to ally themselves in national 
organizations and participate in the selection of the labor represen- 
tatives on the National Adjustment Board. They are also given every 
opportunity to agree with managements upon any other system of 
adjustment. To open up additional avenues for the further review of 
minor grievances than those provided in the bill as now drawn, would 
be defeating the very purposés for which it is proposed to amend the 
railway labor act. 


A favorable report on the railroad labor bill (H. R. 9861) 
was made by Representative Crosser on behalf of the interstate 
commerce committee. 

The Committee, with the exception of two amendments mak- 
ing typographical corrections, approved the bill as recommended 
by the Crosser subcommittee (see Traffic World, June 9, DP. 
1090). The bill contains the language desired by the railroad 
brotherhoods—and not by Coordinator Eastman—with respect 
to persons seeking employment not being required to join or not 
join a “company” union. Mr. Eastman urged that “a labor 
organization” be used in place of “company” union. 

The committee in its report said the purposes of the bill 
were: 


1. To prohibit any interference with freedom of association among 
employes and to prevent the denial of right of employes to join a 
labor organization as a condition precedent to their employment. 

- 2. To provide for the complete independence of carriers and of 
employes in regard to self-organization in order to carry out the pur- 
poses of this act. 

3. To provide for the prompt and orderly settlement of all disputes 
growing out of grievances and out of the interpretation or application 
of agreements concerning rates of pay, rules, or working conditions, so 
as to avoid any interruption of commerce or of the proper operation 
of any carrier engaged therein. 


Analysis of the Bill 
(Section 2) 


1. The bill does not introduce any new principles into the existing 
railway labor act, but it is designed to amend that act in order to 
correct the defects which have become evident as a result of 8 years 
of experience. It does not change the methods of conference, media- 
tion, and voluntary arbitration to settle major disputes over wages and 
working conditions, which are provided in the railway labor act of 
1926, now in effect. 

2. It provides that the employes shall be free to join any labor 
union of their choice and likewise be free to refrain from joining any 
union if that be their desire and forbids interference by the carriers’ 
officers with the exercise of said rights. 

3. While providing that labor unions shall be free from employer 
influence and control, it does not give preference to any particular 
union or class of unions. 

4. Machinery is provided for the taking of a secret ballot to en- 
able the Board of Mediation to determine what representatives the 
employes desire to have negotiate for them with the managements of 
the carriers in matters affecting their wages and working conditions. 

5. It forbids the use of the carriers’ funds to maintain, aid, or 
control the labor organizations of the employes and specifically pro- 
hibits carrier managements from requiring employes to sign “yellow- 
dog contracts” requiring them to join company unions. 

6. The railway labor act of 1926, now in effect, provides that rep- 
resentatives of the employes, for the purpose of collective bargain- 
ing, shall be selected without interference, influence, or coercion by 
railway management, but it does not provide the machinery necessary 
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at New York 


Here manufacturers are offered every possible service that 
their own factory branch could furnish other than selling 
the merchandise. “Store Door” delivery service provides 
economical, efficient distribution. Carload shipments to 
and from terminal are handled without loading or unload- 
ing charges to the shipper. Double-decked terminal 1300 
feet long by 150 feet wide located within the free lighter- 
age limits affords unequaled facilities for the movement 
of inbound and outbound steamship freight. Storage, 
handling and insurance rates are the very minimum. 


ATLANTIC TIDEWATER TERMINALS 
George W. Green, Vice-Pres. & Gen, Mgr., 17 State Street 


at Buffalo. N. Y. 


Modern fireproof warehouses, located in the very heart of 
the meat so and retail districts, provide for the hand- 
ling of all classes of merchandise in a most efficient man- 
ner. Capacity of 50 cars a day, all of which are worked 
under cover, insures against damage by the elements. 
Served by all railroads entering the city, Great Lakes 
steamers and New York Barge Canal lines. Special atten- 
tion is given to pool-car distribution. 


Keystone WarEHOUSE COMPANY 
W. J. Bishop, Gen. Supt., Seneca and Hamburg Streets 
yd) 
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at Norfolk. Va. 


At this great terminal property there is every modern de- 
vice for the rapid and economical handling of cargoes. 
There are three piers, each 1300 feet long, and four open- 
bulkhead berths. Eight warehouses provide 2,200,000 
square feet of floor space. They are served by depressed 
tracks and concrete drives. The receiving, delivering and 
classification yards have a capacity of 4000 cars. The prop- 
erty is served by Norfolk’s eight trunk-line railroads. 


Norrotk TipeEwaTeR TERMINALS 
J. A. Moore, Manager 
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at Boston 


Nine ocean-going cargo carriers can be berthed and 
worked simultaneously. Direct transfer of cargo—ship to 
rail. 360,000 square feet of covered wharf space. Modern 
concrete and steel buildings contain a half million feet 
of waterside storage space. Located on the line of the 
N. Y., N. H. & H. R. R., with efficient switching to the 
B. & A. and the B. & M. R. R. The strategic location 
makes it the ideal distributing point for merchandise con- 
signed to the various sections of New England, the Middle 
West and Canadian points. Vessel operators, shippers, im- 
porters and exporters can increase the efficiency of their 
operations by utilizing our facilities. 


Boston TimewaTer TERMINAL, INc. 
L. J. Coughlin, General Manager, 666 Summer Street 
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at Philadelphia 


Fifteen berths for ocean-going cargo carriers. A million 
square feet of waterside storage. Rail service for B. & O., 
P. R. R. and Reading Company to all points. Railroad 
tracks extend the entire length of all piers. Twenty-five- 
acre yard for the storage and distribution of lumber. New 
concrete and steel shed of 3,000,000 board feet capacity for 
the storage of kiln-dried and finished lumber. Every facil- 
ity for loading and unloading railroad cars and motor 
trucks under cover. 


PHILADELPHIA TIDEWATER TERMINAL 
George M. Richardson, General Manager and Treasurer 
10 Chestnut Street 








di vin 


. as 
at Philadelphia 
2,100,000 square feet of excellent storage space in 11 mod- 
ern warehouses conveniently located throughout the city. 
Each property is served by one or more railroads, B. & O., 
P. R. R., Reading Company or Philadelphia Belt Line 
R. R. As the largest operators of warehouses in Phila- 
delphia, we are excellently equipped to furnish every 
kind of service incident to the handling of package freight 
on L. C. L. shipments. Liberal cash advances on stored 
goods. Lowest insurance rates. 





MercHants’ WarenHouse CoMPANY 
Malcolm A. Buckey, Asst. Treasurer, 10 Chestnut Street 
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to determine who are to be such representatives. These rights of the 
employes under the present act are denied by railway managements 
by their disputing the authority of the freely chosen representatives 
of the employes to represent them. A considerable number of railway 
managements maintain company unions, under the control of the 
officers of the carriers, and pay the salary of the employes’ represen- 
tatives, a practice that is clearly contrary to the purpose of the pres- 
ent railway labor act, but it is difficult to prevent it because the act 
does not carry specific language in respect to that matter. This bill 
is designed to correct that defect. 
(Section 3) 


7. The second major purpose of the bill is to provide sufficient and 
effective means for the settlement of minor disputes known as ‘griev- 
ances,’ which develop from the interpretation and/or application of 
the contracts between the labor unions and the carriers, fixing wages 
and working conditions. The present railway labor act provides for 
the establishment of boards of adjustment by agreement. In many 
instances, however, the carriers and the employes have been unable 
to reach agreements to establish such boards. Further, the present act 
provides that when and if such boards are established by agreement, 
the employes and the carriers shall be equally represented on the 
board. 

Many thousands of these disputes have been considered by boards 
established under the railway labor act; but the boards have been 
unable to reach a majority decision, and so the proceedings have been 
deadlocked. These unadjusted disputes have become so numerous that 
on several occasions the employes have resorted to the issuance of 
strike ballots and threatene1 to interrupt interstate commerce in order 
to secure an adjustment. This has made it necessary for the Presi- 
dent of the United States to intervene and establish an emergency 
board to investigate the controversies. This condition should be cor- 
rected in the interest of industrial peace and of uninterrupted trans- 
portation service. This bill, therefore, provides for the establishment 
of a national board of adjustment to which these disputes may be sub- 
mitted if they shall not have been adjusted in conference between the 
parties. The provisions as to the national board of adjustment are as 
follows: 

(a) The board is to consist of equal number of representatives of 
the employes and the carriers. The members of the board are to be 
paid by the parties they represent. 

(b) The board is to be divided into four divisions, each function- 
ing independently of one another. 

(c) Division 1 is given the authority to hear and decide disputes 
involving train, engine, and yard service employes, such as engineers, 
firemen, conductors, trainmen, and switchmen. 

(d) Division 2 is to hear and decide the disputes of the mechanical 
forces, such as machinists, boiler makers, blacksmiths, electrical 
workers, sheet-metal workers, carmen, stationary firemen, and oilers, 
and their apprentices and helpers, respectively. 

(e) Division 3 is to hear and decide disputes of dispatchers, teleg- 
raphers, clerks, freight handlers, express, station, and storehouse em- 
ployes, maintenance-of-way and section forces, Pullman conductors, 
maids, and porters, dining-car employes, and other miscellaneous 
groups. 

tr) Division 4 is to hear and decide disputes of the employes en- 
gaged on the marine equipment, such as matters, mates, pilots, mar- 
ine engineers, longshoremen, etc. i 

(gz) If any division of the board should deadlock on a dispute, then 
the representatives on the board will endeavor to select a neutral or 
impartial person; and if they are unable to agree upon the selection 
of such neutral person, then the United States Board of Mediation will 
appoint a neutral person. The dispute will then be again considered 
and a majority decision reached. f ae 

(h) It is further provided that should the National Board in its 
discretion, find it advisable to establish subordinate boards in any 
particular section of the country in order to take care of its work, 
that may be done. : 

(i) Finally, the bill gives absolute freedom to the carriers and the 
employes to establish any other machinery upon which they may vol- 
untarily agree. If such voluntary machinery should be established, 
then the parties are exempt from the jurisdiction of the national 
board. 


Representative Crosser appeared before the rules commit- 
tee of the House June 12 in support of a resolution providing 
for a consideration of the bill by the House. 

Representative Merritt, of Connecticut, submitted a minority 
report against the bill, setting forth, among other things, Co- 
ordinator Eastman’s letter to Chairman Rayburn relative to 
the bill. 

The House rules committee reported a resolution providing 
for consideration of the bill. Coordinator Eastman appeared 
before the rules committee and explained his position with 
respect thereto. 

The House June 15 took up and passed the bill amending 
the railway labor act. , 


NEW YORK SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


The Shipping Board Bureau’s investigations of the inter- 
coastal and overseas trades formed the principal topics of dis- 
cussion at the special meeting of the Shippers’ Conference of 
Greater New York June 13. 

Following a report on the intercoastal investigation pre- 
sented by Dabney T. Waring, chairman of the conference rate 
committee, the conference instructed him to file a brief with 
the Shipping Board Bureau, setting forth the position of the group 
in regard to both differential rates, which it favors, and in sup 
port of the principle of port equalization. It was first proposed 
to concur with the Port of New York Authority in its brief 
supporting port equalization but finally decided to file the views 
of the conference in its own brief. 

Mr. Waring also reported on the investigation of competitive 
shipping practices in overseas trades, on which hearings have 
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already been held in San Francisco and New Orleans and are 
set for June 18 in New York. The conference took no position, 
but voted to have either the chairman or a member of the rate 
committee attend the New York session as its representative. 

Possibility of a rate war in the intercoastal trade was dis- 
cussed and it was stated that it was understood that the resig- 
nation of all the lines members of the United States Intercoastal 
Conference, effective July 31, was a technical move designed to 
protect these lines in case the resignation of the Quaker Line, 
first to announce its withdrawal, actually went through. 

Reporting on the proposed general shipping code, Mr. War- 
ing said he had information from reliable sources to the effect 
that President Roosevelt would not sign the code, due, presum- 
ably, to the reciprocal tariff program of the administration. 

W. H. Brusche, acting traffic manager of the Merchant Asso- 
ciation of New York and chairman of the committee on legisla- 
tion, submitted a report on the bill to increase Panama Canal 
tolls. The bill had passed the House, Mr. Brusche said, and 
there was a strong likelihood that it would be railroaded through 
the Senate, the President’s signature being assured. He added 
that it was understood that the toll rate would be 90 cents instead 
of the maximum $1.00 provided by the bill, but that this rate, 
under the new basis of measurement, was higher than the pres- 
ent 90 cent rate. The conference has already taken a stand as 
opposed to the bill. It was generally agreed, he added, that 
tankers and bulk cargo carriers would benefit under the new 
system of measurement. 

Mr. Brusche also reported on two House bills (H. R. 9663 and 
H. R. 9664) to amend the 1916 and 1933 intercoastal acts to 
require rates to outports to be set on a fair and equitable basis. 
The proposed legislation was the result of activity of San Fran- 
cisco Bay terminal ports that felt that rates to outports in that 
district should not be on the same basis as terminal rates, he 
— The subject was docketed for a report by the proper com- 
mittee. 

R. A. Cooke reported on the legislation recently enacted by 
Congress providing for creation of foreign trade zones in United 
States ports. He said he was convinced that the law was a step 
in the right direction and would further the interests of Amer- 
ican commerce. Exception to this view was taken by John P. 
— manager of the Maritime Association of the Port of New 

ork. 

Mr. Cooke also reported on motor truck legislation in the 
absence of Chairman H. L. Fairfield, of this committee, He said 
that, at the recent session of the New York legislature, not a 
single bill detrimental to the motor trucking industry was passed. 
He summarized several of the minor pieces of legislation enacted. 


Reporting on the proposal to amend Rule 24, with reference 
to loading in special equipment, Fred Pomeroy said he had sent 
a questionnaire to members of the conference and that the re- 
plies indicated little interest in the subject, which was accord- 
ingly dropped from the docket. 


Mr. Waring discussed the recent order of the Commission 
concerning an investigation of western and southern class rates 
and suggested that the conference watch developments. W. A. 
Moore, who will attend the hearing on the subject, was instructed 
to file an appearance in behalf of the conference. A motion by 
M. P. Bauman, industrial traffic manager, of Jersey City, that a 
recent Senate resolution calling for a general investigation of 
rate levels be studied by the rate committee for a report to the 
conference, was adopted. 


Frank Rich reported on the suggested committee to be ap- 
pointed by Mayor LaGuardia to carry out a plan of port develop- 
ment. He said he had informed the conference of heads of com- 
mercial and port organizations held recently with Aldermanic 
President Bernard S. Deutsch, that when the committee has been 
organized and was functioning, they might be able to obtain from 
shippers practical suggestions for carrying out the plan. He felt 
that the mayor was to be complimented on his effort to regain 
business which is being diverted from the Port of New York 
through the efforts of other ports, 


The proposal to change the constitution of the conference 
to provide that the retiring chairman automatically become a 
member of the board of governors was adopted. 

The next meeting of the conference will be held in Sep- 
tember. 





SHIPPING CODE STATUS 


The general shipping code, it was stated at the NRA this 
week, had been put in the hands of Administrator Johnson. 
The general, it was understood, took the code to the President 
for consideration by the latter, the NRA administrator not hav- 
ing put his stamp of approval on it, pending discussion with the 
President. Rate stabilization and other provisions in the code 
to which objections had been made were understood not to have 
been eliminated. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 
The Trafic World New York Bureau 


HE Munson Steamship Line has filed a petition in the 

United States District Court in New York asking for time in 
which to effect a reorganization for protection of creditors and 
stockholders. It states that a receivership action has been 
begun in Brooklyn by the G. & B. Marine Repair Company. Due 
to the effects of the depression, gross earnings of the company 
dropped from $22,963,402 for the fiscai year ended June 30, 
1929, to $8,380,390 for the year ended June 30, 1933, in spite of 
far-reaching economies that failed to solve the financial problems 
of the company. 

At a hearing on the application it was suggested that Ed- 
ward P. Farley, chairman of the American-Hawaiian Line, and 
J. Barstow Smull, vice-president of J. H. Winchester & Co., be 
appointed among the trustees if the court agreed to the reor- 
ganization plan. 

Mr. Farley and Morton L. Fearey, admiralty lawyer, were 
appointed trustees for the Munson Line as proceedings were 
continued June 13. They will have control of the steamship 
line and its properties, which include a fleet of 24 ships, hotels, 
office buildings and a number of subsidiaries. Under the ruling 
by Federal Judge Alfred C. Coxe the trustees will be required 
to file bond of $50,000, effective until June 28, when there will 
be a hearing to determine whether the trusteeship shall be 
continued. 

Early this year a joint announcement was made by Mr. 
Munson and P. A. S. Franklin, president of the International 
Mercantile Marine Company, that negotiations were in progress 
under which the I. M. M. would acquire a substantial majority 
of the common stock of the Munson Line and would take over 
control of the line’s properties. Since that time there have been 
no further developments in the plan, though it was reported re- 
cently that, with the investigation of the I. M. M. by the Senate 
ocean mail committee out of the way, the merger might be con- 
summated shortly. 

The Atlantic and Gulf-West Coast of South America Confer- 
ence and the Atlantic and Gulf-West Coast of Central America 
and Mexico Conference announce that their present Southbound 
tariffs Nos. 1 and 2, respectively, as well as supplements and 
(or) classifications thereto, applying from United States Atlantic 
and United States Gulf ports to West Coast ports in South Amer- 
ica, Central America and Mexico, will continue in effect up to 
and including steamer clearances of July 31, 1934. New freight 
tariff and classification No. 1-A (applying to West Coast South 
American ports) and new freight tariff and classification No. 
2-A (applying to West Coast Central American and Mexican 
ports), effective on and after August 1, 1934, covering tariff and 
contract rates on all southbound cargo, are now ready for 
distribution. 

The full cargo trades closed a quiet week in contrast to the 
preceding one, which was unusually active, and with the excep- 
tion of the transatlantic sugar division, all trades were af- 
fected. No grain fixtures were consummated, time charters were 
few, and the coal trade, which had furnished considerable in- 
terest, supplied only one additional fixture. 

A good sized list of transatlantic sugar cargoes included a 
3,119 net ton steamer from Cuba to Marseilles on the basis of 13s 
for June, another of 7,000 tons from Cuba to Liverpool at 12s 
714d, also for June, and a 2,454 net ton mortorship from Cuba to 
London or Liverpool at 12s 9d, June loading. 

The coal fixture was a 2,323 net ton steamer from Hampton 
Roads to Rosario on the basis of 10s for loading the first half 
of July. 

There were no features of special interest in the time char- 
ter market, the list being limited to round trips in the Canadian 
and West Indies trades, with no long voyage charters reported. 

A 3,600 net ton motorship was closed for a cargo of scrap 
iron on net form, equivalent to 11s 9d, f. i. o., for June loading, 
from the Gulf to the Far East. Another scrap iron fixture was 
a Russian steamer from the Atlantic range to West Italy was 
gross form on the basis of $3.75 for three loading or discharg- 
ing ports, or $3.60 if two ports, for middle June loading. 

A dearth of inquiry for tankers in both the domestic and 
foreign trades is reported, with the result that the market is 
quiet with few fixtures reported. There has been a further ad- 
dition to the list of laid-up tankers both here and abroad, it is 
added. 
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Among the tanker fixtures reported were a 5,064 net ton 
motorship from the Gulf to United Kingdom-Continent on the 
basis of 9s, with option for Aruba loading at 8s, July loading, 
and a 6,000-ton dirty boat from the North Atlantic range to Lon- 
don and Liverpool at 12s for two loading ports, for August. 

Wages of about 30,000 men employed in oil tankers of six 
big companies will be increased 10 per cent, effective June 16, 
it is announced by Capt. John F. Milliken, president of United 
Licensed Officers, which negotiated the increase in cooperation 
with other seamen’s and labor groups. 


ATTACKS GULF INTERCOASTAL 


In Docket No. 138, in the matter of Gulf Intercoastal Con- 
ference Agreement (No. 2742), the Nelson Steamship Company, 
operating between Atlantic and Pacific coast ports of the United 
States and desiring to extend its operations between Gulf and 
Pacific ports of the United States, has asked the Shipping 
Board Bureau and the Department of Commerce to withdraw 
approval of the agreement under which the Gulf Intercoastal 
Conference operates. 

The Luckenbach Gulf Steamship Company, Ine., the Gulf 
Pacific Line, and the Gulf Pacific Mail Line, Ltd., operate under 
the conference agreement in question. The Nelson company 
avers it applied for but was refused membership in the confer- 
ence on the ground that “there was more than sufficient ton- 
nage in the Gulf Intercoastal trade to take care of cargoes 
offered and until that condition changes, it seems only just 
and reasonable that the number of vessels engaged in the trade 
should not be increased.” 

A further reason for rejection, it is averred, is that the 
conference said modifications were pending to the agreement 
relating to admission to membership and applications could not 
be considered pending approval of them by the Secretary of 
Commerce. The Secretary of Commerce disapproved the pro- 
posed changes and the Nelson company renewed its application 
for membership in the conference which was again denied June 5 
without assigning any “just or reasonable cause, or any cause 
whatsoever, for such rejection,” according to the complaint. 

It is charged that the conference members operate under 
tariffs SB-1-No. 1 and SB-1-No. 2, which grant to shippers “lower 
transportation rates in consideration of such shippers agree- 
ing for stated periods to patronize exclusively members of the 
conference,” and that the “improper and illegal refusal of the 
Gulf Intercoastal Conference to admit the Nelson Steamship 
Company to membership make it impossible for the said Nelson 
Steamship Company to obtain freight from shippers parties 
to said contracts for fear of having to pay higher transportation 
= for merchandise already transported and to be trans- 
ported.” 

Rejection of the membership application of the Nelson line, 
it is alleged, is merely an attempt to effectuate indirectly the 
proposed modifications disapproved by the Secretary of Com- 
merce. 


WATER CARRIER AGREEMENTS 


Agreements, modifications and cancellations of agreements, 
filed pursuant to the provisions of section 15 of the shipping 
act, 1916, as amended, have been acted upon by the Department 
of Commerce, as follows: 


Agreement Disapproved 


2951—Between Eastern Steamship Lines, Inc., and Bermuda & 
West Indies Steamship Company, Ltd.—Covers the movement of mo- 
lasses from Barbados, British West Indies, to Portland, Me., with 
transshipment at New York. Agreement was disapproved for the rea- 
son that it failed to record the division of the through rate between 
the participating carriers. 


Agreements Approved 


3027—Between Calmar Steamship Corporation and California 
Steamship Company—Provides for the transportation of cargo under 
through bills of lading between Baltimore and Philadelphia and San 
Diego, with transshipment at Los Angeles Harbor. 

3028—Between Calmar Steamship Corporation and McCormick 
Steamship Company—Provides for the transportation of cargo on 
through bills of lading between U. S. Pacific Coast ports and U. S. 
Atlantic Coast ports, with transshipment at San Francisco or Los 
Angeles Harbor. 

3036—Between American Line Steamship Corporation (Panama 
Pacific Line) and V. Nederlandsch-Amerikaansche Stoomvaart 
Maatschappij ‘‘Holland-Amerika Lijn’’—Covers booking and trans- 
portation of passengers from San Francisco, Los Angeles Harbor and 
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San Diego to Plymouth, Boulogne-sur-Mer and Rotterdam, with inter- 
change at New York. 

3037—Between Societe Anonyme de Navigation Belge-Americaine 
(Red Star Line) and Dollar Steamship Lines, Inc., Ltd.—Covers the 
movement of wines and spirits from Antwerp to U. S. Pacific Coast 
ports with transshipment at New York. 

3038—Between States Steamship Company and Nippon Yusen 
Kaisha—Covers the interchange of one way and the return portion of 
round-trip passenger tickets—In connection with trans-Pacific and 
Oriental interport services. 

3039—Provides for pooling and apportionment of freight earnings 
and maintenance of specified minimum number of sailings in the trade 
from West Coast of Italy ports, Ventimiglia to Civitavecchia, in- 
clusive, to United States North Atlantic ports. 

3040—Agreement for pooling and apportionment of freight earnings 
and maintenance of specified minimum number of sailings from West 
Coast of Italy ports, Civitavecchia (not included) to Reggio Calabria 
(included), to United States North Atlantic ports. 

3041—Agreement for pooling and apportionment of freight earn- 
ings and maintenance of agreed minimum number of sailings from 
North and West Coast of Sicily to United States North Atlantic ports. 

3042—Agreement for pooling and apportionment of freight earnings 
and maintenance of designated minimum number of sailings from 
South and East Coast of Sicily to United States North Atlantic ports. 

30483—Between the Los Angeles-Long Beach Despatch Line and 
the Calmar Steamship Corporation—Provides for the movement of 
cargo under through bills of lading between U. S. Pacific ports of call 
of the Los Angeles-Long Beach ‘Despatch Line and U. S. Atlantic 
ports of call of the Calmar Steamship Corporation, with transship- 
ment at Los Angeles Harbor or San Francisco. 

3044—Between Dollar Steamship Lines, Inc., Ltd., and Pacific 
Coast Direct Line, Ine.—Provides for the transportation of cargo 
under through bills of lading between U. S. Atlantic ports and U. S. 
Pacific ports, with transshipment at San Francisco or Los Angeles 
Harbor. 

3046—Between Nelson Steamship Company and Canadian Govern- 
ment Merchant Marine, Ltd. (Canadian National Steamships)—Pro- 
vides for the through transportation of canned goods, dried beans, 
dried peas and dried fruits from U. S. Pacific Coast ports to Mon- 
treal, Canada, with transshipment at New York. 

3048—Between the Calmar Steamship Corporation and the Union 
Steam Ship Company of New Zealand, Ltd.—Provides for the move- 
ment of shipments under through bills of lading from loading ports 
of the Union Steam Ship Company of New Zealand, Ltd., in Australia 
and New Zealand to United States Atlantic Coast ports of call of Cal- 
mar Steamship Corporation with transshipment at Los Angeles Har- 
bor or San Francisco. 

3049—Between Baltimore Mail Steamship Company, Baltimore 
Insular Line, Inec., and Bull Insular Line, Inc.—Provides for the trans- 
portation of empty whiskey barrels on through bills of lading from 
Hamburg, Germany, to Christiansted, V. I., with transshipment at 
Baltimore and San Juan. 

3050—Between Baltimore Mail Steamship Company, Baltimore In- 
sular Line, Inc., and Bull Insular Line, Inc.—Provides for the trans- 
portation of general cargo (except empty whiskey barrels from Ham- 
burg, Germany, to Christiansted, V. I.) on through bills of lading 
between France and Germany and Virgin Islands and Dominican Re- 
public, with transshipment at Baltimore or Norfolk and San Juan. 

3056—Between Dollar Steamship Lines, Inec., Ltd., and Chamber- 
lin Steamship Company, Ltd.—Provides for the transportation of cargo 
under through bills of lading between U. S. Atlantic ports and U. S. 
Pacific ports, with transshipment at San Francisco or Los Angeles 
Harbor. 

3058—Between the Luckenbach Steamship Company, Inc., the 
Luckenbach Gulf Steamship Co., Inc., and Dollar Steamship Lines, 
Inc., Ltd.—Provides for the transportation of cargo under through bills 
of lading from U. S. Atlantic ports to Singapore, Penang and Port 
Swettenham, with transshipment at Los Angeles Harbor or San Fran- 
cisco. 

Agreements Modified 


2966-1—Between Dollar Steamship Lines, Inec., Ltd., and Pacific 
Steamship Lines, Ltd.—Modifies Agreement No. 2966, covering the 
transportation of cargo under through bills of lading between U. S. 
Pacific ports and U. S. Atlantic ports with transshipment at San 
Francisco or Los Angeles Harbor, as respects the division of the 
through rates. 
Conference Agreements 


57-6—Supplemental agreement to the agreement of the Pacific 
Westbound Conference recording agreement of Kokusai Kisen Ka- 
bushiki Kaisha to abide by rates, rules, and regulations of the con- 
ference, and agreement of the conference lines to permit Kokusai 
Line to participate in conference contracts with shippers. 

126-5—Modifies coffee pooling agreement between member lines 
of the East Coast Columbian Steamship Lines Conference and Osaka 
Shosen Kaisha to permit the latter to reduce its sailings to less fre- 
quently than fortnightly. During the period of such reduction in sail- 
ings Osaka Shosen Kaisha'’s proportion of pooled earnings is to be 
reduced to the ratio which its total sailings during any pool period 
bear to the total sailings of all parties to the agreement. 


Agreement Cancelled 


2408-C—Between Atlantic and Great Lakes Steamship Corpora- 
tion and Luckenbach Steamship Company, Ine.—Cancels agreement 
providing for the transportation of canned goods, dried fruit, dried 
beans, hops, brewer’s rice and rice screenings on through bills of 
lading from U. S. Pacific Coast ports to Milwaukee and Chicago, with 
transshipment at Boston, 


FEES ON IMPORTED RUGS 


The Treasury Department has announced that it has re- 
ceived many inquiries as to whether imported cotton rugs of the 
kinds subject to the fees recently imposed by the President un- 
der the NIRA, which were in ports on the Pacific Coast when 
the fees became effective, but could not be unladen because of 
the longshoremen’s strike, would be subject to the fees. The 
Treasury says that under regulations promulgated by the Secre- 
tary of the Treasury, with the approval of the President, the 
fees will be collected and paid on entry for consumption or with- 
drawal from warehouse for consumption of any of the rugs 
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(subject to the fees) which are imported on and after June 10, 
1934, in the case of cotton imitation oriental rugs, and on and 
after June 5, 1934, in the case of other rugs. The date of im- 
portation will be determined in accordance with article 280 of 
the customs regulations of 1931. In the case of rugs imported 
by vessel the date of importation is the date on which the vessel 
arrives within the limits of a port of entry with intent there 
to unlade and for rugs arriving otherwise than by vessel the 
importation date is the date on which the vehicle carrying them 
arrives within the limits of the U. S. 


BIDS FOR LEASE OF BOSTON ARMY BASE 


James Craig Peacock, acting director of the Shipping Board 
Bureau, has announced that bids have been opened for the leas- 
ing of the army supply base at Boston, Mass., for a period of 
five years beginning August 3, 1934. The following bids were 
received: Waterfront Terminals, Inc., Boston, Mass., $44,728 per 
annum; Piers Operating Company, Boston, Mass., $65,711 per 
annum. 

Before further action is taken by officials of the Shipping 
Board Bureau, the bids will be analyzed and the financial re- 
sponsibility of the bidders will be considered. A final decision 
is expected within a few days. 

The Boston army supply base, one of the large terminal 
properties under the jurisdiction of the Shipping Board Bureau, 
is now being operated by Boston Tidewater Terminal, Inc., 
under a lease which has been canceled by the Secretary of Com- 
merce, as of August 2, on the ground that it was entered into 
without due advertising and competitive bidding, and with the 
further object of obtaining a revaluation of the rental value of 
the property. The old lease provided that the amount of rental 
should be 25 per cent of the gross revenues, whereas the new 
lease stipulates that rental shall be at a fixed monthly rate, 
payable in advance, 


PANAMA CANAL TOLL BILL 


Objection by Senator Copeland, of New York, blocked con- 
sideration in the Senate, June 138, of H. R. 7667, the bill passed 
by the House providing for a single method for measurement 
of vessels using the Panama Canal and assessment of tolls 
thereon. The senator said it was strange that the bill had been 
handled by the committee on interoceanic canals instead of the 
commerce. committee which dealt with shipping legislation. 
Senator Gore, chairman of the interoceanic committee, served 
notice he would move for consideration of the bill, Senator 
Robinson, Democratic leader, expressed the hope that the bill 
would be considered. (See Traffic World, June 9, p. 1100.) 


PORT OF GALVESTON—CORRECTION 


In the advertisement inserted by the Port of Galveston in 
the June 2 Traffic World, page 1065, there was an error caused 
by the dropping of the numeral, six, before the words, “million 
bushel grain elevator.” 


INTERCOASTAL TONNAGE 


In the United States intercoastal trade in April 175,352 tons 
of cargo moved from the Atlantic to the Pacific and 583,173 tons 
ta the Pacific to the Atlantic, according to the Panama Canal 

ecord. 


SHIP BILL REPORTED 


The House committee on merchant marine, radio and fish- 
eries has reported favorably to the House H. R. 9223, with an 
amendment, amending section 27 of the merchant marine act of 
1920, so as to bar from reentry into the coastwise trade of the 
United States of vessels theretofore lawfully engaged in such 
trade but later sold “foreign” or placed under foreign registry. 


SACRAMENTO CASE RULING 


The Secretary of Commerce has denied a petition for recon- 
sideration and reversal of the order of denial of May 18, 1934, 
with respect to intercoastal terminal rates to Sacramento, Calif., 
without prejudice to action the department may take in U. S. 
S. B. B. Docket No. 119, Howard Terminal et al. vs. Calmar 
Steamship Corporation et al. (See Traffic World, May 26, p. 
1016.) 


IMPROVEMENT OF WATERWAYS 


The War Department has announced allotment of $71,300 for 
dredging the inner channel at Sandusky Harbor, O., to restore 
the project depth of 22 feet and for repairs on the east jetty; and 
of $22,000 for payment for flowage easements required in connec- 
tion with construction of new locks and dams as authorized by 
Congress in the river and harbor act of July 3, 1930, in the 
Kanawhg River, W. Va. 

The War Department has announced allotment of $3,431,200 
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for maintenance of waterway projects throughout the Great 
Lakes division for the fiscal year 1935, and of $1,553,550 for 
maintenance of river and harbor projects in the South Atlantic 
division for the fiscal year 1935. Some of the larger allotments 
follow: Duluth-Superior Harbor, $36,000; Ontonagon Harbor, 
Mich., $42,000; Keweenaw Waterway, Mich., $113,000; Green Bay 
Harbor, Wis., $25,000; Fox River, Wis., $96,000; Sturgeon Bay 
and Lake Michigan Ship Canal, Wis., $39,000; Grand Haven Har- 
bor and Grand River, Mich., $49,000; Muskegon Harbor, Mich., 
$105,300; Frankfort Harbor, Mich., $76,000; Chicago Harbor, II1., 
$177,000; Chicago River, Ill., $68,000; Calumet Harbor and River, 
Ill, and Ind., $29,300; Indiana Harbor, Ind., $68,000; Detroit 
River, Mich., maintenance, $20,000, and payments on continuing 
contracts in force, $1,831,000; Erie Harbor, Pa., $26,700; Buffalo 
Harbor, N. Y., $40,000; Baltimore Harbor and channels, Md., 
$200,000; Norfolk Harbor, Va., $108,500; Thimble Shoal Channel, 
Va., $70,500; James River, Va., $37,400; Inland Waterway from 
Norfolk, Va., to Beaufort Inlet, N. C., $227,700; Inland Water- 
way, Beaufort to Cape Fear River, N. C., including waterway to 
Jacksonville, N. C., $100,000; Cape Fear River, N. C., at and be- 
low Wilmington, $180,000; Savannah Harbor, Ga., $210,000; Sa- 
yvannah River below Augusta, Ga., $67,000; waterway between 
Beaufort, S. C., and St. Johns River, Fla., Beaufort, S. C., to 
Cumberland Sound section, $44,100; and Altamaha, Oconee, and 
Ocmulgee Rivers, Ga., $34,000. 





INLAND WATER CODE BUDGET 


The proposed budget of the Inland Water Carrier Trade, 
eastern division of the United States, operating via the New 
York canal system and St. Lawrence River, has been submitted 
by the industry’s Code Authority to the National Recovery Ad- 
ministration for approval. All objections or suggestions concern- 
ing the budget or basis of contribution must be submitted to 
Deputy Administrator J. B. Weaver, Room 530, Investment Build- 
ing, Washington, D. C., prior to Monday, June 25, it was an- 
nounced. 

Based on contributions of 11% cents a ton of 2,240 pounds 
for tonnage carried, the budget allows a total expenditure of 
$29,120 for the period from June 1, 1934, to May 31, 1935. Salary 
expenses are estimated at $7,720 and office expenses at $21,400. 


ENGINEERS’ REPORT ON LORAIN HARBOR 


As a result of a review by the Board of Engineers for Rivers 
and Harbors of the report on Lorain Harbor, Ohio, which was 
requested in a resolution of the Senate committee on commerce, 
adopted May 11, 1933, the Chief of Engineers, Major General 
Edward M. Markham, has transmitted to Senator R. D. Stephens, 
chairman of the Committee on Commerce, the recommendations 
of the board with which he concurs, that the further improve- 
ment of Lorain Harbor, in addition to that recommended in 
House Document 469, Seventy-second Congress, is warranted to 
the extent of providing an entrance channel 16 feet deep to the 
recently completed municipal pier on the outer harbor at an 
estimated cost of $53,200, with $1,000 annually for maintenance, 
in addition to that now required; provided that local interests 
furnish evidence satisfactory to the Secretary of War that they 
will obtain a railroad connection to the pier and will dredge a 
suitable slip at the pier of the same depth as that to be provided 
by the federal improvement. Access to the municipal pier is 
blocked by a shoal lying outside of the adopted project limits of 
dredging in the outer harbor. 

“After a careful analysis of the data presented by local inter- 
ests, it has been reported that the immediately prospective ton- 
nage at the municipal terminal, if provided with suitable facili- 
ties, would consist of an annual movement of about 4,500 tons of 
hides, tallow and grease for a local plant, and about 5,500 tons 
of miscellaneous commodities, including flour, sugar, coffee, 
canned goods, soap, hardware, paper, etc.,” said the department. 
“The estimated savings in freight charges would be about $1.00 
per ton, amounting to about $10,000 per annum.” 


BARGE GRAIN COMPETITION 


Representatives of western, eastern, and southern railroads 
added their voices this week to the chorus of market and grain 
shipping interests protesting the fourth section application, No. 
15563, in which the Illinois Central and the Yazoo and Mississippi 
Valley ask permisson of the Commission to publish barge com- 
petitive rates between ports on the Mississippi and Illinois rivers 
without observing the long-and-short haul clause of the interstate 
commerce act. The hearing in the proceeding, which began 
at Chicago before Examiner Cassidy, June 1 (see Traffic World, 
June 9, p. 1102), was adjourned June 13, to reconvene at Jack- 
son, Miss., June 18. Without exception the witnesses testifying 
this week opposed approval of the application, though there 
Were some minor qualification in the opposition, such as that 
those who appeared for the L. & N. and the M. & O. were of the 
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opinion that relief was justified by the fact, but not to the extent 
sought. 

Representatives of the Chicago, St. Joseph, and Sioux City 
markets were heard in addition to market witnesses who testi- 
fied last week, and two other commercial witnesses were heard 
along with the protesting railroad men, C. A. Lahey, traffic man- 
ager, Quaker Oats Company, one of the two, confined his objec- 
tions to the proposed schedules largely to their failure to pro- 
vide for transit in the same way as is done in connection with 
existing rail rates, and to the further fact that the proposed 
rates do not cover grain products as well as grain. 

J. O. McClintock, Chicago manager of the Farmers’ National 
Grain Corporation, was placed on the stand by N. D. Belnap, 
who alternated with Luther Walter in defending the interesis 
of the Federal Barge Line, as attorney. Mr. McClintock detailed 
the handling of grain shipments out of Peoria and Havana, IIl., 
and testified that his company shipped both all-rail and by barge 
from there. The barge shipments, he said, represented not 
more than 1 per cent of the company’s total business, as it was 
necessary to have a spread of at least five cents in the total 
cost via barge, as against the rail cost, before the barge could 
be used. He said grain shipped by barge must be sold at a 
discount because of the absence of rail transit billing at the 
terminal end. 

Interests to be heard at the Jackson hearing are primarily 
representatives of shippers and millers in the Mississippi Valley. 

The opposition carriers, including nearly every important 
line between the Rocky Mountains and the Atlantic seaboard, 
through their witnesses, indicated that permission for the ap- 
plicant lines to put in their proposed rates would affect the 
existing rate fabric on grain and its products throughout almost 
that entire area. As E. W. Soergel, assistant freight traffic 
manager of the Milwaukee, put it, to grant the relief might pos- 
sibly return a few thousand dollars to the Illinois Central, but it 
would cost the other railroads several million dollars. He went 
so far as to say it was his own conviction that the Illinois Cen- 
tral, itself, would lose money if it were permitted to publish 
the proposed rates. 

Not infrequently the level of the barge rates, which the 
Illinois Central maintains compel the proposed reductions, were 
denounced in anything but friendly terms. In the course of his 
testimony, R. E. Boyle, Jr., special commerce assistant of the 
Southern Railway, asserted that the barge line rates were ‘un- 
reasonably and unjustifiably low”’—so low, in fact, that they seri- 
ously impaired the interest of shippers. 

His remarks in that connection were interrupted by Mr. 
Walter, who insisted that the matter at issue was the rates 
proposed by the Illinois Central and the Y. & M. V.; that in no 
event could the Commission do anything about the barge rates. 
He objected to the case being made a “vehicle for venting” rail- 
road objections to the barge operation. “Mr. Boyle is simply 
getting it off his chest,’ he said. 

A clue to one of the reasons why Mr. Boyle and other rail- 
road representatives may have felt the need of “getting it off 
their chests” had been previously supplied by a representative 
of the Missouri Pacific, who included among reasons he offered 
why the application should not be granted the point that “if 
the proposed rates are published there is no assurance that the 
river rates won’t be reduced over night, and we will simply have 
a further and continuous disturbance of the grain adjustment.” 

What appeared to be a majority view of the rail witnesses 
was given by J. A. Behrla, general freight agent of the Alton, 
who said, in response to questions from J. T. Quizenberry, IIli- 
nois Central counsel, that his line found it impossible to com- 
pete with the barge rates under the present adjustment, but 
that it would prefer to go out of that business, as the lesser 
of two evils. 

As indicated, a somewhat different position was taken by 
the L. & N. and the M. & O. J. G. Kerr, assistant to vice- 
president, L. & N., stated that it was the intention of his line to 
seek fourth section relief for the publication of through rates 
from the rich grain producing territory in central Illinois to 
southeastern and Mississippi Valley destinations, pointing out 
that that method of publication, in the opinion of the traffic heads 
of his road, would be far less disastrous to the existing adjust- 
ment, and that it would be possible to allow approximately the 
existing transit privileges, elimination of which had been a 
source of much shipper objection to the proposal under considera- 
tion. We expressed the opinion that the I. C. proposal went too 
far in the matter of reductions and objected to the manner in 
which it proposed to meet the admittedly serious competition 
of the government service, 

Mr. Kerr’s testimony was concurred in by J. I. Bonner, 
commerce agent of the M. & O. “The M. & O. is in accord with 
the general principle that fourth section relief can and should 
be granted to meet competition of water lines and trucks,” he 
said, ‘‘but we are opposed to this application because we believe 
it proposes an improper basis of rates.’ 








PAGE 1144 


A variety of rate inconsistencies and disturbances in the 
general grain adjustment, which it was held would be the result 
of allowing the proposed rates, were shown by representatives of 
carriers in all three of the major rate territories. Among other 
things, Mr. Soergel said that the proposed reduction from 
Dubuque to St. Louis (between which there is at present no 
movement, according to his testimony) would require reductions 
from points in Iowa on his line to St. Louis, and that that, in 
turn, because of outstanding Commission orders, would have to 
be followed by reductions to Chicago and Milwaukee, and that 
again by reductions to Duluth and Minneapolis. 

M. S. O’Conner, chief of the commerce bureau at Chicago, 
New York Central, pointed out that under the existing adjust- 
ment Chicago had a lower rate to New York than Peoria, but 
that if the reduced rates were put in, Peoria would not only 
have a lower rate to New York than Chicago but would be on a 
lower basis than applied from Indiana points almost up to the 
Indiana-Ohio line. 

A series of statistical exhibits were introduced by L. E. 
Wettling, manager of the Statistical Bureau, Western Lines, 
who appeared as the final witness at the Chicago hearing, to 
show that the financial condition of the western carriers was 
such that they could not afford the wholesale reductions in rates 
that it was contended would necessarily follow granting of the 
fourth section relief, Among other things, the exhibits showed 
that the western lines had a deficit of more than 97 million 
dollars, after payment of fixed charges in 1932, and that the cor- 
responding figure for 1933 was a deficit of more than 50 mil- 
lion dollars. 

Other than those mentioned, testimony was also given by 
the following: J. S. Brown, traffic manager, Chicago Board of 
Trade; W. H. Fitzpatrick, traffic manager, St. Joseph Grain Ex- 
change; N. J. Thomas, secretary, St. Joseph Grain Exchange; 
Freeman Bradford, secretary and traffic manager, Sioux City 
Grain Exchange; W. H. Marriot, Sioux City; B. F. E. Marsh, 
assistant general freight agent, Santa Fe; J. E. Flaanzburg, assist- 
ant to vice-president, C. & N. W.; E. V. Hill, assistant general 
freight agent, T. P. & W.; G. Wehnert, general freight agent, 
C. & I. M.; A. R. Van Delinder, general freight agent, Monon; 
L. V. Beatty, general freight agent, K. C. S.; J. H. Kuntz, B. & O.; 
C. C. Plummer, commerce agent, Pennsylvania; H. R. Wilkin- 
son, general freight agent, C. & E. I.; J. H. Rauhmann, Jr., com- 
merce assistant, New Orleans Joint Traffic Bureau; J. R. Chapis, 
commerce department, M. K. & T.; and L. R. Nowotny, chief of 
tariff bureau, Wabash. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 





(Circuit Court of Appeals, Seventh Circuit.) Phrase “dan- 
gers of navigation,” within exception to contract to carry and 
deliver cargo in good order, is term equivalent to “perils of the 
sea.” (Norris Grain Co. vs. Great Lakes Transit Corporation, 
70 Fed. Rep. (2d) 32.) 

“Peril of the sea” is that danger which comes when wind 
and waves in their fury work their will with ship and cargo 
after owner has used all reasonable effort to make ship sea- 
worthy and well qualified to withstand those hazards and perils 
that owner knows, or has reason to believe, must be encoun- 
tered.—Ibid. 

Where vessel carrying corn was not bulk freighter, but pack- 
age freighter with openings or gangways in its sides, gangways 
should have been made as tight as solid, unbroken side of ship. 
—Ibid. 

Where vessel was carrying cargo of corn on Great Lakes, 
it was shipowner’s primary duty to make hatchway water-tight. 
—Ibid. 

“Seaworthiness” means such fitness as to structure, lading, 
captain, crew, etc., as to enable ship to encounter winds and 
battering waves of sea that must be encountered during season 
and in places where ship must travel, so that cargo will be car- 
ried safely and delivered in good condition, and amounts to more 
than tight hull, sound rudder, and working engine.—Ibid. 

Evidence held to establish that damage to cargo of corn 
was not caused by peril of the sea, but that ship when leaving 
loading port had not been made seaworthy for purpose of carry- 
- ing such load into the November storms that it was known prob- 
ably must be encountered on Great Lakes, rendering shipowner 
liable in damages.—Ibid. 
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BARGE-RAIL RATES EXTENSION 


The Trafic World Washington Bureau 


By a vote of 219 to 93 the House June 11 passed the Borah. 
White bill (S. 2347) amending the Inland Waterways Corpora- 


tion Act. This completed Congressional action on the measure, 

Pleas of his colleagues that he permit the House to act on 
the bill, which amends the Inland Waterways Corporation act 
so as to extend to carrier operations on the Columbia and Snake 
Rivers the provisions of that act under which the Commission 
grants certificates of public convenience and necessity for water 
operations and joint barge-rail rates may be established, did 
not move Representative Zioncheck of Seattle, Wash., June 9, 
and his objection prevented action that day. 

Chairman Bankhead, of the rules committee, explained that 
the committee had granted a rule for consideration of the bill 
“and the matter can be disposed of in a few minutes.” He said 
Representative White, of Idaho, had been waiting “day after 
day to have the rule called up.” He then referred to the death 
of Mr. White’s colleague, Representative Coffin, of Idaho, and 
said attending Mr. Coffin’s funeral would probably necessitate 
Mr. White’s absence from the House for the remainder of the 
session. He hoped that, under the circumstances, no objection 
to unanimous-consent consideration of the measure, would be 
made. 

Mr. White made a plea for the bill, asserting that it was not 
proposed to extend the government barge line operations to the 
Columbia and Snake Rivers but that what was desired was the 
establishment of joint barge-rail rates. 

However, Representative Martin, of Oregon, said: ‘““‘We sim- 
ply want permission, if conditions justify it, so that if the 
Inland Waterways Corporation (government barge line agency) 
wants to go on this river, just as it did on the Warrior River, 
it may do so.” 

Under the proposed amendment, the government barge line 
or any other carrier could make application for a certificate 
to operate on the Columbia and Snake Rivers and for joint 
barge-rail rates. 

The Borah-White barge-rail rate bill was considered June 
11 under a special resolution. 

In debate on the measure, Representative Martin, who had 
previously asserted that the legislation was desired so that the 
government barge line might operate on the Columbia and Snake 
Rivers if it wished to do so, said that all that was desired was 
the establishment of joint rail-barge rates. 

“There is no purpose herein or as an aftermath hereto of 
setting up a government-owned transportation system on the 
Columbia and the Snake,” said he. 


Representative Culkin, of New York, inquired whether the 
bill was intended to give relief from “oppressive railroad rates.” 

“That is correct,” replied Mr. Martin. 

“The only argument for this bill seems to be that the 
freight rates now on carrying wheat to the Pacific seaboard are 
too high, and that if government money will give competition 
to the railroads in that section the freight rates may be brought 
down,” said Representative O’Malley, of Wisconsin. 

Referring to the fact that, under the bill, the Inland Water- 
ways Corporation could obtain a certificate to operate on the 
Columbia and Snake Rivers, Mr. O’Malley said that that gov- 
ernment corporation competed with private business “that we 
are aSked to subsidize to keep going by R. F. C. loans. We 
either should stop giving the railroads government competi- 
tion or stop loaning them money to keep them going after compe- 
tition we create puts them on the rocks.” 

Representative Truax, of Ohio, said the bill had been 
stopped three times because it had no merit whatsoever. 

Mr. Martin said Mr. Truax did not understand a word of 
the bill. 

The former, however, then proceeded to assert that, under 
the bill shippers seeking reduced rates, instead of appealing to 
the Commission, “they appeal directly to the Inland Waterways 
Corporation.” 

Representative Taber, of New York, said he did not under- 
stand what the legislation was intended to accomplish. He 
called on proponents of the measure to give him light. 

Representative Pierce, of Oregon, said he thought he could 
make the proposition clear. 

“The only object in the bill is to afford an opportunity to 
make joint rates with trucks and barges on the Snake and 
Columbia Rivers so that the trucks may bring the wheat and 
freight to the river on a through joint water and truck rate,” 
— he, adding that the objective was to force freight rates 
own. 

(Note: Subdivision (e) of section 3 of the inland waterways 
corporation act, which the Borah-White act amends, is not appli- 
cable to trucks and the amendment does not apply it to trucks.) 

Representative Biermann, of Iowa, said the United States 
was suffering from a surplus of transportation and that it seemed 
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peculiar to him “that this Congress is being asked year after 
year to subsidize additional methods of transportation in this 
country.” 

“This does not apply particularly to the Columbia River or 
to the Snake River, but it does apply to a large part of this 
inland waterway transportation system,” continued he. 

“It is said that this is a cheaper kind of transportation. 
How is it cheaper? A railroad has to buy its right of way, 
generally speaking; it has to build and maintain its tracks; it 
has to pay taxes on that right of way. I venture to say that in 
the districts of nearly all gentlemen on this floor the railroads 
are the largest taxpayers. 

“For this inland water system, the so-called ‘cheap trans- 
portation method,’ the government supplies the right of way, fur- 
nishes and maintains the tracks, and levies no tax for the use 
of that transportation system. Before the committee on rivers 
and harbors, it has been said again and again that the people 
advocating inland waterways transportation had declined to co- 
operate in working out some method of taxation on a tonnage 
basis which would pay the government to a small degree for the 
service which it renders to the boats and for the purpose of 
amortizing these expenditures. These boats and barges want 
all of this service free of charge. 

“A few years ago the railroads of the United States em- 
ployed 1,750,000 persons. Within the last few years they have 
gone down to less than 1,000,000. They have now, I believe, 
abount 1,000,000 persons employed. One of the jobs that this 
Congress should seriously consider during the few remaining 
days of this session, or the next session, is legislation affecting 
these 1,750,000 railroad employes. Let us not stultify ourselves 
by adding more transportation systems in this country when 
those now existing cannot make their own way. Let us not 
create more water transportation systems to compete with trans- 
portation systems that are now not able to conduct their busi- 
nesses on a paying basis for want of patronage.” 

Representative Thompson, of Illinois, said he had no par- 
ticular interest in the bill “but it appears to me as though the 
members do not understand it.” 

“All this bill does,” said he, “is to extend the effect of the 
transportation act of 1924 (apparently he meant the inland 
waterways corporation act of that year) to the Columbia and 
Snake Rivers, permitting the barge lines, whether they are owned 
or operated by the government or individuals, to apply to the 
Interstate Commerce Commission for a certificate of necessity. 
Under this arrangement the Interstate Commerce Commission 
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can order the rail and water carriers to make joint through 
rates which will accrue to the benefit of the shippers in that 
area. We have the same thing on the Mississippi and Warrior 
Rivers and it is only fair to extend this privilege to these other 
two rivers.” 

Mr. Martin asserted the bill would not hurt the railroads 
—rather it improved the railroads and the traffic of the rail- 
roads. It had been proved, said he, that every development of 
transportation on the Mississippi River had improved the con- 
dition of the railroads. 

Representative Zioncheck said the real purpose of the bill 
was to lay the foundation to come to Congress a little later for 
an appropriation of two, three or five million dollars to dredge 
the Snake River which now was not navigable except at times of 
high water which was only one or two months out of the year. 

Representative Biermann said he wished to talk “about what 
I consider one of the greatest criminal follies that has been 
perpetrated on the American people in the last few months.” 
He said he referred to the upper Mississippi from St. Louis 
to St. Paul. There follow further remarks of Mr. Biermann and 
interjections of Representative Pierce: 


Along this stretch of the Mississippi River we have a railroad on 
each side. One of these railroads is in the hands of a receiver and 
the other is barely making its way. We have theoretically a 6-foot 
channel in the upper Mississippi, on which to haul wheat and corn 
and other farm products, to give low freight rates to the farmer. I 
never knew of a farmer in my district who shipped a bushel of wheat 
or a pound of pork or a head of cattle on the upper Mississippi 6-foot 
channel. 

Mr. Pierce. But has not it affected the freight rate? You do not 
have to ship over the line. The railroads cut their rate. 

Mr. Biermann. The farmers do not say so. 

Mr. Pierce. Why, sure. As quick as we commenced to ship wheat 
from The Dalles by boat, the railroad lines cut their rates almost half 
in two. 

Mr. Biermann. The combined rate by rail and water today on 
the upper Mississippi River is 80 per cent of the rail rate, so that the 
farmer theoretically saves 20 per cent and he does not use it. 

Mr. Pierce. Sure, because the railroads cut theirs down. 

Mr. Biermann. But the combined rate is still 20 per cent under 
what the railroads charge, and the farmer does not use it. 


The text of the act follows: 


Be it enacted, etc., That subdivision (e) of section 3 of the act 
entitled ‘‘An act to create the Inland Waterways Corporation for the 
purpose of carrying out the mandate and purpose of Congress as ex- 
pressed in sections 201 and 500 of the transportation act, and for other 
purposes,’’ approved June 3, 1924, as amended, is amended by striking 
out after the word ‘‘Warrior’” the words ‘River or the Mississippi 
River’ and inserting in lieu thereof a comma and the words ‘“Missis- 
sippi, Columbia, or Snake Rivers.” 
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RAIL HIGHWAY SERVICE 


A coordinated rail and highway service was inaugurated 
between Chicago and Davenport, Ia., June 12, by the Keeshin 
Motor Express Company, Chicago, and the Rock Island Rail- 
road. Under the plan of operation, the motor transport com- 
pany places its highway trailers aboard railroad flat cars at the 
two terminal points, for rail movement for the 180 miles of 
line haul, distribution at the terminal cities and in the surround- 
ing territory being performed by the highway units in the same 
manner as before. According to J. L. Keeshin, head of the 
highway company, the westbound movement out of Chicago will 
include all of the company’s business for Rock Island, Moline, 
East Moline, Muscatine, and Cedar Rapids, as well as business 
for Des Moines turned over to a connecting highway carrier. 
Eastbound trailers with shipments for Chicago and all the 
Indiana points served by the motor transport company will be 
placed on the rail flat cars. This will mean not less than 4,000 
cars of trailers, two trailers to the car, the first year of opera- 
tion, based on the present business of motor transport company, 
it was said. 

Under the contract signed by the two carriers, the railroad 
guarantees to make delivery at the terminal points by 5 A. M. 
the morning after the flat cars are loaded, departure being in 
the early evening. Loading and unloading the trailers to and 
from the rail cars is relatively simple, as worked out for the 
operation. Tractor highway units which bring the trailers to 
the rail end back the trailers up a ramp and down the string 
of cars, only a few minutes being required to anchor them in 
place. Seven trailers left Chicago on the first movement and 
fourteen were loaded at Davenport. As explained by Mr. Kee- 
shin, the movement should average from 12 to 17 cars a day 
at this time of year and should go up to 20 with the increased 
volume of business in the fall. 





The arrangement was described by Mr. Keeshin as “a life 
saver” for the responsible motor transport operator, and as no 
less beneficial to the railroad. Under NRA, he said, there had 
been substantial increases in the cost of tires, gasoline, and 
other items going into the cost of highway operation. Among 
other things, he said, the trucking code had increased the labor 
item in the operator’s cost from 39 per cent of the total to 
slightly more than 50 per cent. The charge for the rail move- 
ment of the trailers is 24 cents a car mile, or 12 cents a trailer 
mile. That just about approximates the cost of moving trailers 
between terminals that obtained before.the increases of NRA, 
it was said. Dependability of the transport service would be 
increased, it was pointed out, because of elimination of possible 
highway delays, the railroad obtained a new source of revenue, 
and the shipper would be assured of better service by the fact 
that trailer arrivals at terminals would be “speeded up” an 
hour by virtue of use of the rails. With an increased volume 
of business, which was expected to result from adoption of the 
plan, Mr. Keeshin said it was his purpose to reduce the level 
of the rates charged the shipper. 

Negotiations are in progress with eastern railroads for the 
installation of a similar service between Chicago and Indian- 
apolis and Chicago and Fort Wayne, according to Mr. Keeshin. 
“There is no reason why such coordination should not be ac- 
cepted by all railroads and all common carrier truckers,” he 
declared. “It gives the railroad much needed income and for 
the trucker it means a fixed cost for his line-haul service, which 
is something to talk about these days. Highway costs and con- 
ditions are changing almost daily; border warfare because of 
conflicting state laws not infrequently is a source of annoyance 
and delay. It seems to me to be the way out for the responsible 
operator. Aside from the benefits to both types of carriers and 
the shipper, the public is benefited by removal of the trucks 
and trailers from the highway.” 



































































PAGE 1146 





Within two weeks, he said, his company hoped to have 
arrangements completed for the through movement of trailers, 
via the flat car route, between Chicago and Des Moines, which 








Keeshin traiiers on Rock Island flat cars in new coordinated freight 
service. 


it now reaches only through a connecting highway line. An 
office will be established in Des Moines and the necessary de- 
livery and pickup equipment supplied. 


KEESHIN WILL NOT SIGN 


J. L. Keeshin, president of the Keeshin Motor Express Com- 
pany, Chicago, one of the largest of the motor transport op- 
erators in the central west, refused this week to sign the code 
for truckers under NRA. Mr. Keeshin is president of the Na- 
tional Highway Freight Association, an organization of common 
carrier motor transport operators created for the primary pur- 
pose of advocating federal regulation of highway services. 

As Mr. Keeshin explained the matter, his refusal to sign 


the “assent agreement” to the trucking code did not mean that . 


he would not abide by NRA rulings. He is at present complying 
fully with NRA labor and other requirements, according to his 
statement, and was among the first to sign the so-called re- 
employment agreement or blanket code. His principal objec- 
tion to signing the trucking code was fear of ultimate decisions 
of local code authorities. As he understood the matter, sign- 
ing the “assent agreement” would bind him to observe such rate 
and other provisions as might be issued by the local authorities, 
concerning the wisdom of which he was inclined to be scep- 
tical. He did, however, register his equipment within the 
specified period allotted for that, and said the only difference 
he understood that would result from his refusal to sign the 
code was that he would be prevented from voting on permanent 
code authorities for the trucking industry. 

It was his understanding, he said, that the regional code 
authority was working out a rate basis for application in the 
territory, based on rail freight rates. He was absolutely op- 
posed to any such plan, he said, believing that motor transport 
rates should be based on highway cost and what the traffic 
would bear, rather than on the rates charged by competing 
agencies. He was outspoken on the subject of the difficulties 
with which the large, responsible motor transport operator was 
nder NRA provisions. 


RUCKING CODE REQUIREMENT 


The American Trucking Associations, Inc., has issued\th 
following statement under the heading, “What the Truck Op 
tor Must Do Under the Code:” 


Every “for hire’? member of the trucking industry must register 
prior to June 14 with a registration office provided by the State Code 
Authority. 

After June 28, 1934, every ‘‘for hire’? member must carry on 
every one of his vehicles the metal plate insignia furnished by the 
National Code Authorities through the offices of the State Code Au- 
thorities. Such insignia will be issued after the registration ques- 
tionnaire form has been filed and the registration assessment bas 
been paid. Operation of any vehicle after that date without the 
insignia will be a violation of the code. 

After April 29, 1934, every ‘‘for hire’? member must observe the 
maximum hours of labor, minimum rates of pay, and other labor 
provisions. He must post a copy of the code in a place where it 
may be easily seen and will be accessible to all employes. He must 
also post, in places accessible to his employes, official copies of the 
labor provisions of the code, to be applied for on government post 
ecard application form prior to June 13. 

Before June 28, 1934, he must file a schedule of minima for rates 
and tariff with the State Code Authority, where rates cover intra- 
state traffic, or with the Regional Code Authority, where rates cover 
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interstate traffic. Until Regional Code Authorities are constituted 
schedules for interstate traffic should be filed with the State Code 
Authority. He must not operate below these rates until he files 
the necessary changes or amendments. He may not charge a rate 
that does not meet the cost of the service to be performed, except 
where he has secured approval by the Regional Code Authority, for 
interstate traffic, or by the State Code Authority, for intrastate 
traffic, of a lower rate to meet the rates of a competitor outside the 
industry. He must keep his records in such shape as to be ready 
fo prove that his schedule of minima for rates and tariff meets the 
cost of the services to be performed, ‘“cost’’ to be determined in 
accordance with the National Code Authorities’ cost formula, approved 
by the Administrator. 

Members of the industry who have registered will be entitled to 
vote for permanent members of their State Code Authority, the 
election for this purpose to be held on or before July 13. 

All members of the industry are urged to keep in close touch 
with their state or local truck association duly authorized to handle 
code matters for further information, explanation, advice, or as- 
sistance required te their complete compliance with the code. 


MINIMUM BUS FARES 


The Motor Bus Code Authority in a notice issued by John M, 
Meighan, secretary, has announced the first minimum bus rates 
to be prescribed under the code of fair competition for the 
motor bus industry, following a hearing held June 7, on allega- 
tions that rates charged between the points involved were be- 
low the lowest reasonable cost of furnishing such transportation. 

The code authority determined that, effective upon all pas- 
senger motor carriers, on and after 12 o’clock midnight on June 
30, 1934, the rates, fares and charges, between the points here. 
inafter named, “shall constitute minimum rates, fares and 
charges necessary to meet the lowest reasonable cost of serv- 
ice to be rendered, viz.: 





One Way 


Round Trip* 
Ciicago, TH., Amd Detroit, MICH. ccc ccc cvcccseows $ 4.50 eae 


ee ee | ee ee ar 4.50 
Crcaie, Ti. BOE CIPO, OC. .ccciicccscseccsss 6.80 
Chicago, Til., and PItsDGreh, Pa. ...cciseccccsss 9.10 
Chteago, Til., and PRHUAGGIDRIA, PA. ....cscsccees 14.30 
Chicago, T., BG INOW TOP, TN. Yo. cc cccsdcsccess 15.75 
Detroit, Mich., and New York, N.Y. ...cscccceses 12.90 
Detroit, Mich., and Pittaburgh, Pa. ....ccccccccs 5.60 
Detroit, Mich., and Philadelphia, Pa. ............ 11.35 
Cleveland, O., and New Zork, NN. VY. .ccccccccccs 10.10 
Clevetmnd, O:, ONG PIPISDUTER, PA. 2... cvcscvvcces 3.00 
Cleveland, O., and Philadelphia, Pa. .......scceee 9.00 
Teneo, O., AME PICISPUTee,, PB. o:s:0ccscdccccasces 4.70 ee 
New York, N. Y., and Philadelphia, Pa. ........ 2.00 $3.00 
New York, N. Y., and Baltimore, Md. .......... 4.25 7.00 
New York, N. Y., and Washington, D. C. .....<. 5.00 8.00 
Philadelphia, Pa., and Baltimore, Md. .......... 2.25 ee 
Philadelphia, Pa., and Washington, D. C. ...... 3.00 5.00 





*Round trip rates, except as otherwise specified herein, shall not 
be less than 180 per cent of the regular one-way fare. 

Fares for children aged from 5 to 12, inclusive, one-half of the 
regular one-way fare. 

Reductions from regular one-way and round trip fares to various 
religious, indigent, invalid and other special classes of passengers may 
be authorized upon application to the Motor Bus Code Authority. 


Reduced Round Trip Fares Account of Chicago Century of 
Progress Exposition 


ee, “Gees, ich cscs ee ecds dies nawadeaseveewa $ 6.00 
Oe ee ee ee ra ee 6.30 
eg a | Se 8.50 
Ce, Gh, GE A, BMEe, nh oinnwnweccsecesesiecsdenneien eae 12.70 
eR, Fs, DA SU, BR. ioc Hobe 0c edowecseswcemesoes 22.10 
i ee A ee ae ee rn 


Tickets based on these special fares must expire for selling pur- 
poses on November 1, 1934, and shall be limited to thirty (30) days for 
return passage. 


WORLD HIGHWAY MILEAGE 


The United States with 3,042,780 miles of highways greatly 
outranks any other world political subdivision in this respect, 
being well in advance of Russia, the second-ranking country, with 
a recorded 1,682,109 miles of highways, according to a study of 
world highways made public by B. P. Root, automotive-aero- 
nautics division, Department of Commerce. 

The 145 countries and political subdivisions covered by the 
study are shown to have an aggregate total of 9,152,282 miles of 
highway. 

Of the total recorded highway mileage, 4,934,818 miles are 
own as being unimproved of earth and nonsurfaced construc- 
tion; 2,237,063 miles are improved of earth, sand, clay, and gravel 
construction; water-bound macadam construction accounts for 
533,091 miles; macadam surface treated roads are placed at 
100,424 miles; roads of bituminous concrete, including asphalt, 
total 39,920 miles; cement concrete construction is recorded at 
95,193 miles; highways of block, stone, wood, asphalt and brick 
is shown as 19,251 miles. The type of construction is not shown 
for 1,188,522 miles of highways recorded in the study. 

Japan, with 635,399 miles of highways, is shown ranking 
third, next to Russia, in the matter of world distribution of high- 
way mileage and is followed in order by Australia with 460,103 
miles of highways; France, 406,090 miles; Canada, 398,320 miles: 
British India, 225,280 miles; Germany, 216,674 miles; United 
Kingdom, 176,791 miles; Poland, 140,980 miles; Argentina, 137,177 
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miles; Union of South Africa, 111,336 miles; and Italy, 105,458 
miles. 

The unparalleled expansion of the automotive industry 
throughout the world in the last fifteen years, the consequent 
emphasis on highway construction and improvement, and the 
revolutionary effect the growth of highway transportation facili- 
ties has had upon the economic and social life of the peoples 
of even the most remote and undeveloped countries are a matter 
of world-wide interest, especially to persons engaged in foreign 
trade, according to Mr. Root. 

No new country can hope to reach full development nor an 
older country continue to progress without an adequate and con- 
tinued attention to land communications, of which highways are 
of outstanding importance, Mr. Root states, 

The construction of new lines of railways through undevel- 
oped or new countries and the operation of these lines without 
profit until sufficient traffic develops to make them profitable, 
is impractical in many sections today, it is stated. 

More and more clearly, according to Mr. Root, it is being 
demonstrated that the solution lies in the construction and de- 
velopment of highway facilities to open up new countries and 
supplement existing rail and water transportation to the point 
where the volume of traffic makes necessary the use of railways 
and insures their operation at a profit. 

The interest of American manufacturers of motor vehicles, 
road building machinery, equipment and road building materials 
in the extension of world highways is very direct, according to 
the study, which states that American-made road rollers, scrap- 
ers, graders and mixers are employed on every continent. 


IMPROVEMENT OF HIGHWAYS 


The Traffic World Washington Bureau 


The Senate plan authorizing hundreds of millions of dollars 
for improvement of highways was approved, in the main, by 
the conferees on the House and Senate measures, and the con- 
ference report has been approved by both branches. The act 
authorizes an appropriation of $200,000,000 for expenditures by 
the federal government on highways as a relief measure of which 
it is contemplated that $100,000,000 will be made immediately 
available. This amount, with $230,000,000 of the PWA fund of 
$400,000,000 yet to be expended, will provide $330,000,000 for 
highways this year. Next year there will be an outright fed- 
eral grant of $100,000,000 additional and federal aid of $125,000,- 
000 which must be matched by the states. The following year 
the federal aid of $125,000,000 is to be made available if matched 
by the states. 

This legislation not only authorizes expenditure of $200,000,- 
000 of federal funds in the next two years on highways to pro- 
vide employment, in addition to the $400,000,000 of PWA funds 
now spent or being spent, but also revives the federal aid plan 
under which the federal government allots to each state a cer- 
tain amount of highway money with the state being obligated 
to put up a like amount. 

Under the act, taking into consideration the money proposed 
to be spent by the federal government without matching by the 
states, and the federal aid contributions proposed, plus the amounts 
to be provided by the states, there may be expended on high- 
ways in the United States between the inception of the present 
PWA $400,000,000 program and June 30, 1937, $1,100,000,000. 

The act further authorizes expenditure of $24,000,000 for 
forest highways, national park highways, and for roads through- 
out public lands and Indian reservations, in the fiscal years 
1936 and 1937. An appropriation of $75,000 is authorized for 
continuation of inter-American highway surveys. 


TRUCK-RAIL CONFERENCES 


Ted V. Rodgers, chairman of the National Code Authority 
for the Trucking Industry, has announced that plans are being 
made for conferences to be held in the near future between repre- 
sentatives of motor truck operators and of the railroads. 
Representatives of Coordinator Eastman and of the National 
Recovery Administration are expected to attend the conferences 
the objective of which will be to stop “destructive rate wars.” 


McGUGIN FOR REGULATION 


Representative McGugin, of Kansas, told the House June 8 
that Congress should not adjourn until it had enacted legisla- 
tion which placed all competing forms of transportation under 
the same regulation as applied to the railroads. He said such 
legislation was pending before the House committee on inter- 
state and foreign commerce and that “long before now it should 
have been brought out of that committee and passed by Con- 
gress.” 

Until Congress legislated on the subjject, he said, the “rail- 
roads stand as the forgotten industry,” and that the unemployed 
railroad man “stands out as the forgotten man.” He attacked 
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PWA financing of hydroelectric projects, which, he said, would 
displace coal, hurt coal mining and railroad employes because 
of displacement of coal tonnage. 

“At best the railroads have enough trouble without the 
government in more ways than one going out of its way to make 
new trouble for the railroad industry,” said he. 

Mr. McGugin charged that the railroads were taxed to build 
highways that created competition with them, and said it was 
discrimination against the railroads for the government to pur- 
sue such a policy and not regulate the competing highway car- 
riers. 


NRA “PRICE POLICY” AND TRANSPORT 


Codes already approved, such as those applying to the truck- 
ing, bus and other transport industries, are not affected by the 
new NRA policy to restrict price fixing, according to General 
Johnson, administrator. 

“It should be clearly understood,” said he, “that all of the 
provisions of approved codes, including their price provisions, 
are in full force and effect and must be complied with.” 

Industries under approved codes may desire to agree to 
changes, said General Johnson, but until adjustments were 
worked out in negotiations with the interested code authorities 
the price-fixing order did not affect them. 


SOUTH AFRICAN VAN SHIPMENTS 


Complete van shipments of merchandise are being tried out 
by the South African Railways, according to a report to the 
Commerce Department from Trade Commissioner E. D. Lawson, 
Johannesburg. The purpose of the experiment, it is pointed out, 
is to endeavor to minimize the handling involved in the shipment 
of certain types of goods and thereby reduce theft and breakage 
losses. 

Two combined road and rail “pantechicon” vans were re- 
cently used in Johannesburg, the report states. For road work, 
the vans are hauled as trailers by trucks or tractors and are 
transferable to ordinary freight trucks of the railways, 

The two experimental vans were built in local workshops 
and are of steel construction, 15 feet 10 inches long, six feet high 
and 6 feet 8% inches broad, with a cubic capacity of 637 cubic 
feet. They carry a maximum load of three tons. Strong spring 
and thick solid rubber tires result in the goods inside the vans, 
which are completely inclosed, being very little shaken. By the 
use of such a system, especially in connection with furniture and 
breakable merchandise, the railways hope to materially reduce 
their annual claims bill. 

The South African Railways are also introducing larger 
number of pneumatic tired horse-drawn wagons in the Johannes- 
burg area, where a considerable amount of complaint has been 
registered against noisy railway transport. The first of a new 
fleet of 250 horse-drawn trolleys and trailers on order for the ad- 
ministration are now on the road. These have also been de- 
signed to reduce noise to a minimum. All will be fitted with bal- 
loon tires and special springs, and it is expected that they will 
be an enormous improvement over the old type of box-body, 
steel-rimmed trolleys, some of which are still in use. 





RAIL-MOTOR COORDINATION 


Editor The Traffic World: 

The railroad freight carriers, almost universally, in their 
attempts to correlate rail with highway motor vehicular service 
in the Chicago area provide motor trucks either in lieu of, or 
as supplemental to, or as in addition to rail service, in some 
operations. 

All of us are familiar with truck in lieu of trap-car service, 
which the line haul carriers have available for the transpor- 
tation of merchandise traffic between their local stations and 
industries located on railroad sidings within the corporate limits 
of Chicago. 

All of the line haul carriers have store-door pick-up and 
store-door delivery for merchandise traffic by highway vehicle, 
the cost of which is, in some instances, added to the class rates, 

Merchandise destined to points beyond Chicago originating 
on line haul carriers, generally, is transferred to other rail car- 
riers by highway vehicles. 

Merchandise originating at or destined to universal freight 
stations in the Chicago switching zone is generally transferred 
by highway vehicles to and from the line haul carriers. 

A considerable portion of the merchandise transported be- 
tween the Chicago terminals of the line haul carriers and towns 
within forty (40) miles is being hauled by highway vehicles in 
lieu of freight train service. 

There are local tariffs providing for the delivery of certain 
commodities in car lots from storage in transit by truck in lieu 
of rail. 
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Other operations of possibly lesser importance are being 
performed by highway vehicles by the rail carriers. . 

An extension of all of the uses to which all of the rail 
carriers have put some of the uses, should go far in meeting 
Coordinator Eastman’s recommendation as to average speed of 
merchandise and would retain usefulness of present railroad 
equipment as well as permit of the economies to be effective 
through joint train operations of merchandise and car lot traffic. 

Chicago, June 11, 1934. F. Landon Cartage Company. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended June 9 totaled 
615,565 cars, an increase of 37,024 above the preceding week, 
46,408 above the corresponding week in 1933, and 113,880 above 
the corresponding 1932 week, according to the American Rail- 
‘way Association. Miscellaneous loading totaled 242,179 cars; 
‘merchandise, 162,932; grain and products, 30,809; forest products, 
24,522; ore, 32,000; coal, 101,071; coke, 6,924; live stock, 15,128. 

Loading of revenue freight the week ended June 2 totaled 
578,541 cars, according to the car service division of the Amer- 
ican Railway Association (see Traffic World, June 9). This was 
a decrease of 46,026 cars below the preceding week, but an in- 
crease of 65,567 cars above the corresponding week in 1933, and 
131,129 cars above the corresponding week in 1932, All three 
years’ figures were reduced due to the observance of Memorial 
Day holiday. 

Miscellaneous freight loading the week ended June 2 totaled 
229,482 cars, a decrease of 14,689 cars below the preceding week, 
but an increase of 31,213 cars above the corresponding week in 
19338, and 59,296 cars above the corresponding week in 1932. 

Loading of merchandise less than carload lot freight totaled 
143,656 cars, a decrease of 20,455 cars below the preceding week 
this year, 4,730 cars below the corresponding week in 1933, and 
11,154 cars below the same week in 1932. 

Grain and grain products loading for the week totaled 27,146 
cars, a decrease of 1,106 cars below the preceding week, 7,159 
cars below the corresponding week in 1933, but an increase of 
3,841 cars above the same week in 1932. In the western dis- 
tricts alone, grain and grain products loading for the week ended 
June 2 totaled 17,263 cars, a decrease of 7,262 cars below the 
same week in 1933. 

Forest products loading totaled 24,396 cars, a decrease of 
1,498 cars below the preceding week, but an increase of 1,327 
cars above the same week in 1933, and 7,977 cars above the 
same week in 1932. 

Ore loading amounted to 30,319 cars, an increase of 487 cars 
above the preceding week, 21,318 cars above the corresponding 
hin in 1933, and 28,134 cars above the corresponding week in 
1932. 

Coal loading amounted to 100,715 cars, a decrease of 8,362 
cars below the preceding week, but an increase of 20,536 cars 
above the corresponding week in 1933 and 37,619 cars above the 
same week in 1932. 

Coke loading amounted to 7,068 cars, an increase of 123 cars 
above the preceding week, 2,447 cars above the same week in 
1933, and 4,057 cars above the same week in 1932. 

Live stock loading amounted to 15,759 cars, a decrease of 
526 cars below the preceding week, but an increase of 615 cars 
above the same week in 1933, and 1,359 cars above the same 
week in 1932. In the Western Districts alone, loading of live 
stock for the week ended June 2 totaled 12,141 cars, an increase 
of 575 cars above the same week in 1933. 

All districts except the southwestern reported increases for 
the week of June 2 compared with the corresponding week in 
1933. All districts, however, reported increases compared with 
the corresponding week in 1932. 

Revenue freight loaded by districts for the week ended 
June 2 as compared with the corresponding period of 1933 was 
reported as follows: 


Eastern district: Grain and grain products, 4,480 and 4,571; live 
stock, 1,495 and 1,376; coal, 24,526 and 17,845; coke, 1,854 and 1,275; 
forest products, 1,525 ‘and 1,208: ore, 3,384 and 1,177; merchandise, L. 
Cc. L., 38,063 and 39,164; miscellaneous, 54,208 and 47, 462; total, 1934, 
129,535; 1933, 114,078; 1932 99,555. 

Allegheny district: rain and grain products, 2,361 and 2,306; 
live stock, 1,112 and 1,007; coal, 26,449 and 18,172; coke, 2,907 and 
1,660; forest products, 1,244 and 1, 162; ore, 6,267 and 1 ,727; merchan- 
dise, L. C. L., 26,089 and 29, 654; miscellaneous, 48, 876 and 39,026; 
total, 1934, 115, 305; 1933, 94, 714; 1932, 85,488. 

Pocahontas district ' Grain ‘and grain products, 302 and 258; live 
stock, 87 and 115; coal, 29,636 and 24,880; coke, 643 and 232; forest 


products, 682 and 590; ore, 264 and 43; merchandise, L. C. L., 4,603 
and 4,602; miscellaneous, 5,146 and 5,056; total, 1934, 41,363; 1933, 
35,776; 1932, 29,140. 

Southern district: Grain and grain products, 2,740 and 2,645; 


live stock, 924 and 1,080; coal, 11,719 and 10,419; coke, 387 and 436; 
forest products, 6,938 and 7,354; ore, 557 and 282; merchandise, L. C. 
L., 26,370 and 27,202; miscellaneous, 33,437 and 32,832; total, 1934, 
83,702; 1933, 82,250; 1932, 73,015. 

Northwestern district: Grain and grain products, 5,760 and 11,117; 
live stock, 4,238 and 3,572; coal, 2,807 and 2,832; coke, 1,034 and 811; 
forest products, 6,973 and 6,248; ore, 18,552 and 4,988; ‘merchandise, 
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L. C. L., 16,885 and 16,318; miscellaneous, 26,355 and 20,087; total, 
1934, 82,604; 1933, 65,973; 1932, 53,790. 
Central western district: Grain and grain products, 8,053 ana 


9,656; live stock, 6,338 and 6,180; coal, 4,259 and 4,459; coke, 145 and 
123; forest products, 3,897 and 3, 782; ore, 1,066 and 577; merchandise, 

Cc. L., 20,435 and 20, 369; miscellaneous, 36,984 and 29, 009; total, 1934) 
81, 177; 1933, 74,155; 1932, ‘67, 082. 

Southwestern district Grain and grain products, 3,450 and 3,752; 
live stock, 1,565 and 1,814; coal, 1,319 and 1,572; coke, 98 and 84! 
forest products, 3,137 and 2,725; ore, 229 and 207; “merchandise, iL. ¢ 
L., 11,211 and 11,077; miscellaneous, 24,476 and 24,797; total, 1934, 
45,485; 1933, 46,028; 1932, 39,342. 

Total, all roads: Grain and grain products, 27,146 and 34,305: 

100,715 and 80,179; coke, 7,068 and 


live stock, 15,759 and 15,144; coal, 
4,621; forest products, 25,396 and 23, 069; ore, 30,319 and 9,001; mer- 
chandise, i, ©. te, 38) 656 and 148, 386: miscellaneous, 239, 482 and 
198,269; total, 1934, 578,541; 1933, 512,974; 1932, 447,412. 

Loading of revenue freight in 1934 compared with the two 
previous years follows: 


1934 1933 1932 

Four weeks in January........ 2,177,562 1,924,208 2,266,771 
Four weeks in February....... 2,308,869 1,970,566 2,243,221 
Five weeks in March.......... 3,059,217 2,354,521 2,825,798 
Four weeks in April........... 2,334,831 2,025,564 2,229,173 
Pour weeks in May............ 2,441,653 2,143,194 2,088,088 
Week ended June 2............ 578,541 512,974 447,412 

WE seeks acewaw nrAwemekan 12,900,673 10,931,027 12,100,463 


A. R. D. A. MEETING 


The American Railway Development Association will hold 
its annual meeting at the Baltimore Hotel, Kansas City, June 
20, 21 and 22. An unusually interesting program has been pre- 
pared, according to the announcement, including discussion of 
the effect of NRA on railroad development work. Bryce B. 
Smith, mayor of Kansas City, is scheduled to make the address 
of welcome. Other speakers and their subjects include the fol- 
lowing: “Development Work on American Railroads,” E. H. Mc- 
Reynolds, director of publicity and advertising, Missouri Pacific, 
St. Louis; ‘“‘The Employes’ Interest in Development Work,” H. J. 
Schwietert, general agricultural agent, Illinois Central, Chicago; 
“Agricultural Problems,” W. A. Cochel, editor of the Kansas City 
Weekly Star, Kansas City;. “Kansas City as an Industrial and 
Agricultural and Industrial Development,’ Conrad H. Mann, 
president, Kansas City Chamber of Commerce, Kansas City; “Re- 
lation of the Newspaper to Agricultural and Industrial Develop- 
ment,” Lawrence Dickey, editor of the Kansas City Journal 
Post, Kansas City; ‘Marginal Farm Land Retirement,” Dr. L. C. 
Gray, in charge of the land policy section, division of program 
planning, U. S. Department of Agriculture, Washington, D. C. 

At a luncheon at the Hoof and Horn Club, at the Kansas 
City Stock Yards, June 21, there will be an address by J. C. 
Swift, vice-president, Kansas City Live Stock Exchange, and 
that afternoon there will be an industrial tour of Kansas City, 
under the direction of A. Leckie, industrial agent, Kansas City 
Southern, Kansas City. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued the quarterly statement pre- 
pared by its Bureau of Statistics (No. Q-500) showing number 
of tons of revenue freight originated by Class I railroads, by 
groups of commodities and by regions and districts, for the 
fourth quarter of 1933, compared with the corresponding quarter 
of 1932, and for 1933 and 1932. Revenue freight originated in 
1933 compared with 1932 follows: 


Increase 
Number of tons 1933 over 
Commodity group 1933 1932 1932 
Products of agriculture..... 81,693,496 80,916,911 776,585 
Animals and products...... 17,650,206 18,054,801 *404,595 
Products of mines..:....... 395,064,755 362,225,695 32,839,060 
Products of forests......... 33,164,630 26,109,128 7,055,502 
Manufactures and miscella- 
WU cecadaccvcwsoncwsce 157,009,486 143,682,492 13,326,994 
ro Oa oe a. ee 14,350,763 15,233,791 *883,028 
NE. <-c.wpse 4a Baveawemw ioe 698,933,336 646,222,818 52,710,518 
*Decrease. 


VALUATION REPORTS 


Valuation No. 1190, Oregon, California & Eastern 
opinion No. B-925, 45 Val. Rep. 851-66. By division 1. Final value for 
rate-making purposes, property owned and used for common Car- 
rier purposes, $1,500,000, and property used but not owned, $3,806, 
as of December 31, 1928. 

Valuation No. 1185, Missouri-Illinois 
B-926, 45 Val. Rep. 867-86. Final value, 
$5,600,000 and of property used but not owned, 
31, 1927. 


Railway. Co., 


Railroad Co., opinion No. 
property owned and used 
$2,705, as of December 


CLASSIFICATION DOCKET 
In The Traffic Bulletin of June 16 is published Docket No. 
58, of the Consolidated Classification Committee, for hearings in 
Atlanta, New London, Conn., and Chicago, July 11, July 17, and 
July 24, respectively. 
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Selling Railroad Transportation 


Analysis of Criticism of Selling Methods—Second of a Series of Articles by Charles E. Parks 


criticism as to their selling methods. They are accused 

of being a generation behind modern business in their per- 
sonal selling technique; of being unaware that their monopoly 
in the transportation field is ended; of being at sea mentally 
and unable to orient themselves to the new competitive condi- 
tions confronting the industry; of being motivated solely by 
tradition and attempting to solve the marketing problems of 
the present in accordance with precepts handed down from a 
generation of railroad officers whose concepts of salesmanship 
were in accordance with the military plan of organization and 
psychology on which the railroad industry is based—commands 
instead of persuasion. 

This criticism also takes the form of ridicule of railroad 
selling methods—of the salesmanship exhibited by railroad traf- 
fic solicitors. The suggestion has been made more than once 
by economists that what the railroads need is high grade and 
thoroughly experienced sales managers trained along commer- 
cial lines to direct selling activities. 

This is no brief in defense of railroad selling methods or 
sales forces, but public criticism of this nature should be an- 
alyzed before being accepted. 

In the case of individuals, some of it is warranted; there 
is no denying this fact. A railroad traffic officer who contends 
that the only way to teach his solicitors to sell properly is to 
“bawl H out of them” in a personal letter, is following the 
methods of a past generation—methods that are no longer used 
by progressive traffic officers, and not at all in other industries. 
Also, the traffic officer who believes he can obtain traffic in the 
face of the new competition by making a social call, passing 
around a cigar or other form of entertainment, and not by 
analyzing the transportation needs and problems of his prospects 
and endeavoring to fit the service he is selling to these needs, 
will find his traffic volume being taken away by competitive 
agencies that know how to acquaint prospective shippers and 
passengers with the value of the transportation service they 
are selling. 

Criticism Often Based on Misunderstanding 

At the same time, a great deal of this criticism is based on a 
lack of understanding of the conditions under which railroad 
service has been sold in the past, particularly freight service. 

For instance, uninformed critics believe it is a simple mat- 
ter for a railroad to meet competition in rates and fares by 


Je at present railroads are being subject to considerable 





‘ price reductions on short notice just as any commercial concern 


may do. They do not understand that a rate structure cannot 
be upset overnight, or the effects of doing so. They do not even 
know that a rate made to meet competition is subject to s 1s- 
pension or rejection by a government agency. They have never 
heard of the fourth section of the interstate commerce act. 

This group seems to be unacquainted with what the rail- 
roads may do and what they are forbidden by law to do in meet- 
ing competition, or even in giving ordinary transportation serv- 
ice. They have the impression that a railroad traffic department’s 
authority over traffic matters is final—that no coordinated action, 
for example, on the part of groups of railroads is necessary to 
reduce fares, and that such coordinated action is usually diffi- 
cult to get, as was demonstrated by the difference of opinion 
among the railroads as to reduced passenger fares. 

They do not know that traffic officers are not responsible 
for operating practices—conditions surrounding the sale of 
tickets at stations, for instance, or the employment of ticket 
clerks and agents at such stations. Even the railroad manage- 
ments do not have complete authority over the latter matter, as 
the appointment of the ticket clerk or agent is usually deter- 
mined by seniority and this is a matter of contractual relations 
between the company and a union. When traffic officers are 
responsible for such conditions, as at city ticket offices, the 
average railroad passenger has little to complain of. 

Finally, they are unaware that, in many instances, the hands 
of railroad traffic officers are tied in carrying out what would be 
considered routine work by the sales manager of an industrial 
concern. As an illustration, for years the traffic officers of one 
of the largest railroads in the country have been seeking authority 
to have the off-line solicitation force take a two weeks’ trip over 
the lines of the company, but their efforts have proved unsuc- 
cessful. Factory visits of commercial salesmen are considered 
a matter of routine and the matter is entirely within the prov- 
ince of the sales manager. 


A Difference of Opinion 
This survey among railroad traffic officers indicates a divided 


opinion as to the feasibility of applying modern selling methods 
to the sale of railroad service. As a whole, passenger traffic 
officers agree they should be used. Many freight traffic officers 
oppose the suggestion. The attitude of those opposing the sug- 
gestion may be thus summarized: 


1. Those who do not quite understand what is meant by modern 
selling methods. 

2. Those who take a defensive attitude. Many railroad traffic 
officers resent the implication that the railroads are not sales-minded, 
or that, prior to the advent of the new competition, they did not 
have to sell railroad service. 

3. Those who take a negative attitude—who do not believe or 
express a strong doubt that commercial sales methods can be ap- 
plied to the sale of railroad service. 


This latter attitude on the part of many railroad traffic 
officers is astounding to the commercial salesman who does not 
understand the conditions under which railroad service was sold 
in the past. To understand it these conditions must be known. 

The absence of competition or the selling of railroad service 
by one railroad in competition with other railroads, and the 
presence of certain conditions in the railroad selling field for 
which the railroads are largely responsible, calls for an entirely 
different selling technique from that required to solicit traffic 
in the face of highway or waterway competition, or the competi- 
tion of other forms of transportation. In fact, the technique is 
so different in such cases that to the man trained in the methods 
of commercial selling it has no appearance of selling. 

But the selling of railroad service, particularly of freight 
service, in a non-competitive field or in competition with other 
railroads calls for a certain peculiar finesse on the part of the 
traffic solicitor because of the dominating influence of other 
factors with which salesmen in other lines do not have to con- 
tend. 

For example, the ability of a shipper to sleep in a sleeping 
car on a single night’s journey, or the quality of the food or 
service he receives at a single meal in a dining car may influ- 
ence him favorably or adversely in the routing of his freight 
shipments, and no form of persuasion based on personal sales- 
manship could influence him to change his decision, which was 
based solely on the personal comfort he did not receive as a 
passenger. In other words, railroad service, as applied to his 
personal comfort, was the dominating motive that influenced the 
routing of his freight. 

Again in another case, most of the traffic of an entire fac- 
tory may be given to one of two competing railroads for the 
reason that the freight solicitor of one road took care of the 
passenger transportation requirements of the executives of the 
company—getting tickets and reservations quickly, sending them 
out by special messenger, and other services of a minor nature. 


Why Freight Selling Methods Have Not Changed 


But the principal reason why freight traffic officers still look 
askance at commercial selling methods is that, in selling 
freight service, the railroads still concentrate on the soliciting 
of traffic from shippers who use the railroads to satisfy their 
transportation needs. In other words, traffic is still being soli- 
cited; railroad service is not being sold. 

Railroads have not as yet lost a large percentage of their 
carload traffic to competitors, and this is the business they seek. 
Large shippers still use the railroads to supply their transporta- 
tion needs and the selling methods that have proven effective 
in the past still hold good. 

Under these conditions, when a railroad traffic officer makes 
the statement that his selling efforts are sufficient, or that he 
has nothing to sell, in the sense that he can offer no service or 
rate advantage that other roads cannot offer, he is right in 
many cases. His selling methods must necessarily be different 
from commercial selling methods, and, if anything, the selling 
technique required fo sell freight transportation must be more 
subtle. Here selling becomes a matter of service; of personali- 
ties; of friendship; of good will—even of good fellowship. The 
passing of the traditional cigar is a token of the spirit in which 
the traffic is solicited. 


Example of Railroad Selling 


As an illustration of the type of selling technique required 
under these conditions consider this case, A traffic officer called 
on a shipper who controlled a large volume of business, It was 
not necessary for him to apply any selling principles to obtain 
an interview other than to send in his card. He was welcome. 
Contrary to all selling principles, he obtained the interest of his 
prospect by discussing gencral business conditions in the terri- 





PAGE 1150 








tory served by his line. The shipper listened because these 
conditions were of vital concern to him and he knew the traffic 
officer was fully conversant with them. 

When he arose to depart, he made what, in commercial 
selling, would be his first selling effort. And, according to all 
principles of salesmanship, it was an extremely feeble effort. 
He simply suggested to the shipper that the railroad he repre- 
sented should receive a larger share of his traffic. 

That same day the representative of another line called on 
the same shipper. He followed the same tactics; he sent in his 
card, he passed the customary cigar; and he discussed the busi- 
ness situation in the territory served by his railroad. But this 
solicitor did not even make an attempt to solicit traffic. He did 
not make a single move in the game of selling as it is under- 
stood in a commercial sense. 

Nevertheless, the railroad represented by this second solici- 
tor afterwards received the bulk of the traffic of this shipper, 
while the traffic customarily routed over the lines of the first 
solicitor was cut down. It was discovered that the shipper 
resented being asked for a larger share of his business by the 
first solicitor who, he believed, was receiving his share. And, 
as his transportation needs could be served equally well by either 
road, he permitted his slight annoyance to influence and serve as 
the dominating motive for routing his freight. 

This is not an exceptional case, And in such cases the 
application of the customary principles of salesmanship is not 
applicable. There is nothing a railroad salesman could do or 
say that would influence this shipper. The only thing he could 
do would be to inject his personality into his talk with the 
shipper and exercise his knowledge of human nature in his 
attempt to get more business. And this is exactly what the 
solicitor did who obtained the business. 


Can Modern Selling Efforts be Used? 


But the leading question of this survey remains unanswered: 
Can modern salesmanship as developed in the commercial field 
be applied to the sale of railroad transportation? 

With respect to the sale of passenger transportation, I 
believe it can. As a matter of fact, modern selling principles 
and methods have been used for many years in selling railroad 
passenger service. But they can be refined to a greater extent. 
For example, ticket clerks, ticket agents, and passenger traffic 
solicitors can be taught the finer points of their job. 

In selling railroad freight transportation under non-competi- 
tive conditions or in competition with other railroads, the gen- 
eral principles of salesmanship apply, but whether it is advisable 
to apply them is another question. In many cases, because of 
the circumstances under which the traffic is solicited, it would be 
a waste of time to attempt to apply selling principles as com- 
monly understood. In other cases, the general calibre of railroad 
salesmanship would be improved by injecting a little modernity 
into selling technique. 

In selling freight transportation in competition with other 
means of transportation, I believe it is essential to apply every 
practical selling principle thus far developed. This is neces- 
sary not only to regain traffic from these competitors but to 
prevent further loss to them. 


Aggressive vs. Passive Salesmanship 


It is a well known economic fact that the success of any 
business conducted in a highly competitive selling field depends 
on two factors—the quality of its product or service, and the 
effectivenes of its selling methods, This statement is true not 
only as to individual companies but as to whole industries. The 
product must meet satisfactorily the needs and demands of its 
users and it must be sold aggressively. In fact, aggressive 
salesmanship might be said to be the principal feature of a busi- 
ness conducted under the competitive system. This is necessary 
for the business to exist. 

Aggressive salesmanship means the utilization of every 
known means of marketing the product—advertising, publicity, 
sales promotion, personal salesmanship, the training of sales- 
men, market surveys, printed salesmanship, demonstrations and 
exhibitions, public addresses of various kinds, and vision on the 
part of the sales executives of the company. 

Aggressive salesmanship also means a willingness to try out 
new Sales ideas and to discard old methods that have proven im- 
practical. It means the ability to develop new selling methods 
to meet changing condition in the selling field. 

The opposite of aggressive selling is passive selling. Here 
the seller spends his time and talents in producing a superior 
commodity or service, exhibits it casually, and then waits for 
buyers or patronage. If his business is a monopoly or if he has 
no competition he can afford to do this. The extent of his selling 


efforts can be confined to the taking of orders. 

Until this period of competition was reached, passive sell- 
ing characterized largely the selling of railroad transportation 
This was particularly true of railroad freight service. 


service. 
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Passenger service was marketed by more aggressive methods be. 
cause the want for passenger transportation could be created. 

This means that the brains of the railroad industry have been 
concentrated on the production of a first class product. All the 
research that the railroads have conducted has been directed 
along engineering, mechanical, operating, or accounting lines. 
They have spared no expense to create a smoothly running, 
highly efficient transportation machine capable of turning out a 
quality product. And they have succeeded. Railroad transporta- 
tion is quality transportation. In the main, it cannot be excelleq 
even now. 

The railroad sales psychology of the past was that, having 
created this superior transportation service, little or no further 
selling effort was necessary. As a result, the chief concern of 
the traffic department of the railroads was not the sale of trans. 
portation, but rate matters, divisions, tickets, service, and the 
routing incident to the giving of service from a traffic point of 
view. In other words, the traffic departments were more con- 
cerned with the acceptance of orders and the price charged than 
they were with getting orders. Because of their monopolistic 
nature and the lack of any real competition the railroads could 
afford to sell passively—to await patronage. 

Some railroad traffic officers will dispute this statement. 
They will contend that the railroad business always has been 
conducted in a highly competitive selling field—that competition 
has always existed, and that they have sold their services ag- 
gressively. They have, to a certain extent, as between individual 
railroads. But the effects of regulation and the policies of the 
railroads themselves, at least within recent years, have tended to 
minimize the effects of this type of competition. The competition 
referred to here is that of other means of transportation—a com- 
petition which the railroads, as an industry, must meet. 


Railroad Selling Has Been Passive Selling 


As proof of the statement that passive selling has character- 
ized the selling efforts of the railroads, it is only necessary to 
compare the percentage of railroad revenue devoted to sales and 
sales promotional activities and similar percentages of the in- 
come of any industrial concern of similar size operating in a 
highly competitive selling field. Also, it would be enlightening 
to compare the training given the salesmen of the two companies 
and the attitude of many railroad traffic officers to the attitude 
of industrial salesmanagers towards this activity. 

This passive sales psychology is still prevalent in the rail- 
road industry. It is found even in the advertising copy of the 
individual roads as reflected in such statements as: “It is a 
real pleasure on the part of these traffic representatives to 
answer any inquiry about our service.” This attitude is entirely 
passive as there is no attempt to stimulate the use of the service. 

The lack of aggressive salesmanship is also responsible, to 
a certain extent, for the public view of the railroad industry. 
If the great mass of the people have the impression that the 
railroads are on their last legs and represent a decadent industry 
as obsolete as the buggy whip business, it is because they don’t 
know any better. They haven’t been told. And they form their 
opinions on what they don’t know. The efforts that the railroads 
do make to reach them are not aggressive enough to penetrate 
the public consciousness. The publicity given the new stream 
line trains of various roads has done more to awaken the public 
mind to the economic importance of the railroad industry than 
anything else the roads have done in a generation. 

The sales psychology that expresses itself in passive selling 
is fatal in a highly competitive selling field such as the railroads 
are now operating in. The company or industry that attempts 
to abide by it will be outstripped by its competitors who use 
more aggressive sales methods. 


COMMISSION |PRACTITIONERS 


The following have been admitted to practice before the 
Commission: J. P. Blanton, Atlanta, Ga., Frank N. Bratton, Tracy 
City, Tenn., J. M. Brown, St. Louis, Mo., Herbert Buckley, 
Poughkeepsie, N. Y., Frank P. Campbell, North Chicago, IIl., 
William A. Cox, Norfolk, Va., Woodsie L. Ellis, Chicago, IIl., 
John L. Fournier, Green Bay, Wis., Arthur M. Groseclose, Seattle, 
Wash., John T. Heffron, Deadwood, S. D., Henry M. Hezel, Mem- 
phis, Tenn., George R. Hillegass, Easton, Tenn., O. V. King, 
Nashville, Tenn., J. Felton Lane, Hearne, Tex., G. W. Layman, 
New Castle, Va., Morris L. Lesnik, New York, N. Y., G. M. 
Nolen, Washington, D. C., J. T. Paris, Fayetteville, Ark., Wayne 
H. Perrine, Jacksonville, Fla., John K. Rankin, Topeka, Kan., 
Arthur F. Ray, Boston, Mass., Clinton B. Sipes, Akron, O.: 
Philip A. Walker, Washington, D. C., Glenn L. Wallace, Mason 
City, Ia., William M. White, Corpus Christi, Tex. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Questions and Answers 


N this column will be answered questions of both legal and practica: 
mature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a pevow I of our legal will give 
his opinion in answer to any si question relating te law ef interstate 
transportation of freight. tra maa of | ence and wide knew!l- 
e will answer questions rela te practical tra’ ems. We do not 
desire to take the place of the c man but te hel; in his work. 
The right is reserved te refuse te answer in column any question, 
legal or tra that it may appear to us unwise te answer or that involves « 
situation tee complex for the kind ef investigation herein contemplated. If a 
more comprehensive answer to a question is fred than is th it my od for 
this column, the department will answer it by letter for a reasonable rge. 
No attention will be paid to anonymous communications er questions 
from non subscribers. 
Address Questions and Answers Deggrenent, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Delivery—Duty and Liability of Carrier Under Straight and 


Order Bills of Lading 


South Carolina.—Question: A question has arisen which I 
would be glad if you would assist me in settling. 

The question is whether it is safer to use an order notify 
bill of lading or a regular straight bill of lading without any 
instructions to hold, etc., for the shipment of goods where the 
only object is to insure the safe delivery of the goods to the 
consignee named in the bill of lading and to no other. 

The bills of lading are mailed direct to the consignee by 
the consignor and the consignee, on receipt of the lading, mails 
his check to the consignor. The question of payment for the 
goods is not involved in ‘any way, as ladings are not handled 
through banks at all, but even where order notify ladings are 
used they are endorsed by the consignor and mailed straight 
to consignee who, of course, obtains them before he is expected 
to pay for the goods. 

My view is that the regular straight bill of lading is prefer- 
able under the circumstances outlined and that it affords much 
better protection against delivery to wrong parties. My under- 
standing is that shipments traveling on straight ladings must 
be delivered to the consignee named in the lading and if the 
railroad delivers to any other party, regardless of who or why, 
it is at their peril and action would be against the railroad 
without any chance for defense against such action. 

On the other hand, I understand that where order notify 
ladings are used, the railroads are fully justified in making 
delivery to any party who presents the lading if same has 
been properly endorsed by the consignor or the order party, if 
not the same as the consignor. If an order notify bill of lading 
has thus fallen into the hands of some wrong party, and such 
wrong party obtains the goods by surrendering the original 
order notify lading bearing the bona fide endorsement of the 
order notify party, I understand that the railroad is in the clear 
and that the action for recovery of the goods would have to 
then be against the wrong party who obtained the goods and 
not against the carrier. 

Can you advise if my views as above expressed, are correct, 
seek can you refer to any Supreme Court rulings that would so 

old. 

Answer: It is a well established rule that the carrier de- 
livers a shipment at its peril. It is bound to deliver the goods 
to the party entitled to receive them, whether the bill of lading 
(if not negotiable) is surrendered, retained by the shipper or 
consignee, is lost, or is presented by a person in wrongful pos- 
session thereof. It is never obliged to demand an open bill 
of lading, but is obliged to make delivery of a shipment to the 
party lawfully entitled to receive the same. Even though the 
bill of lading be surrendered, if the goods are not delivered 
to the party entitled to receive same, the carrier is without 
protection. It cannot protect itself absolutely and knowingly, 
nor extend its liability by demanding or failing to demand an 
open bill of lading. Its liability attaches, or fails to attach, by 
the disposition it makes of the goods. The party entitled to 
receive the goods is the consignee designated in the bill of lad- 
ing by the consignor. The carrier is not protected if the bill 
of lading is surrendered, unless it also identifies and delivers 
the goods to the party named in the bill of lading. 

The above is a general statement of the law as to the duty 
of a carrier with respect to delivery of goods on a straight bill 
of lading. See, however, our answer to “Texas,” on page 995 
of the May 20, 1933, Traffic World, under the caption “Conver- 
sion-Liability of Carrier for Delivery to Holder of Straight Bill 
of Lading,” in which answer cases are cited holding that under 
proper circumstances a carrier may deliver goods to the holder 
of the straight bill of lading, even though the holder is not 
named therein as the consignee. 

With respect to the delivery of goods to the holder of an 
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order bill of lading, see the decision of the Supreme Court of 
the United States in Pere Marquette Ry. Co. vs. French & Com- 
pany, 254 U. S. 538, 41 S. Ct. 195. In this case the Court said: 


The shippers contend that Binder was not ‘‘a person in posses- 
sion” of the bill, because he held it as agent for Marshall & Kelsey 
and not on his own account. So far as the carrier is concerned that 
fact is entirely immaterial. Under Section 9 it is physical possession 
of the bill which is made a justification for delivery of the goods by 
the carrier. Under that section is it immaterial in what capacity the 
person holds possession of the bill, and also whether he holds it law- 
fully or unlawfully, so long as the carrier has no notice of any in- 
firmity of title. But the shippers’ contention would not be advanced 
if it were held that the legal, not the physical, possession is determin- 
ative. For Binder’s request of the trackage clerk to have the car 
forwarded to Dumesnil was later ratified by Marshall & Kelsey. If his 
physical possession of the bill were deemed legally their possession 
of it, the physical delivery to him of the car would likewise be deemed 
legally a delivery of it to them and, hence, satisfy in this respect the 
requirements of Section 9. 


The holding of the court in the case above quoted, is in 
accord with your understanding, as set forth in the fifth para- 
graph of your letter. 

Where a straight bill of lading is used delivery may only 
be made to the consignee named therein or a party designated 
by the consignee or the party lawfully in possession of the bill 
of lading, while a shipment moving on an order bill of lading 
may be delivered to the holder of the bill of lading, regardless 
of how it is acquired by the holder, so long as the carrier has 
no notice of any infirmity of title. 


Delivery—Shipment Consigned on Straight Bill of Lading— 
Liability of Carrier for Amount of Invoice for Shipment 


lowa.—Question: I would thank you to give me your opinion 
on the following matter: 

A forwarded a less than carload shipment for the account 
of B and consigned to B at a prepaid station. It was B’s inten- 
tion to have this shipment delivered to C at destination, but 
not until they had taken care of the invoice. The railroad un- 
loaded the shipment at destination and C took the shipment 
in their possession and have not paid the invoice on same. 

My request is that you give me your opinion as to whether 
or not the railroad is liable in this instance or not. 

Answer: Rule 7 of Consolidated Freight Classification No. 
8 states that the issuing of a bill of lading for a shipment con- 
signed “To Order” at one point, with consignee’s address or 
instructions to notify the consignee or other party at another 
point, will be permitted where the consignee or party to notify 
is located at a prepay station, in which case the shipment must 
be consigned to an adjacent open station designated by the 
shipper. See, also, in this connection Du Sal Chemical Co. vs. 
So. Pac. Co., 168 N. Y. S. 617, and Utley vs. Lehigh Valley Rail- 


road Co., 141 Atl. 53. 
The first case covers a shipment moving on an open bill 


of lading with the notation thereon “Draft against bill of lad- 
ing.” The shipment was delivered to the consignee without 
the surrender of the bill of lading, and the consignee contended 
that the carrier was liable for not withholding delivery until 
the draft was paid. The Court said: 


There is no doubt that the carrier's obligation is completed under 
such a bill of lading when it delivers the goods to the named con- 
signee, and it need not require the surrender of the bill itself. Inas- 
much as a carrier must deliver goods under a straight bill of lading 
to the consignee, even where such consignee has not the bill in his 
possession, I cannot see how such notice can require the carrier to 
demand production of the bill of lading, or at its peril learn whether 
the signed draft has been paid. The consignor could have protected 
itself by taking an order bill of lading. 


In the other case cited above, the following statement is 
made: 


If the shipper is desirous of protecting absolutely the purchase 
price due him, he may use an order or yellow bill of lading and be 
assured that he will collect the money. Under the yellow bill, its 
surrender, properly endorsed, is necessary before a carrier may 
safely deliver the property. See Salomon Stern, Limited, vs. Davis 
(D. C.), 292 Fed. 221. The machinery involved in the use of the 
order bill is cumbersome, involving much delay; if the goods are per- 
ishable, this delay may destroy them (Merchants’ & Miners’ Trans- 
portation Co. vs. Bank (C. C. A.), 282 Fed. 494); if of small value, 
demurrage may destroy it (First National Bank vs. Rogers, Brown & 
Co. (D. C.), 273 Fed. 529). 

A shipper who desires to avoid such consequences may ship on a 
straight or white bill, and obtain the advantage of speed by relying 
on the general honesty of the consignee. The carrier, on such bill, 
may deliver on the order of the consignee, and it is under no duty to 
the latter or the consignor to demand the bill of lading. 4 R. C. L. 
840. This must be so, as the white bill is the ordinary method of 
shipment, and the commerce of the country cannot be held up by 
strict rules as to the presentation of the bill adopted solely for pro- 
tection of the careless in business. A yellow bill carries its own 
danger signal, while a white bill indicates to the railroad company 
that the way is clear of any obstructions to delivery, such as goods 
unpaid for. A carrier is protected in delivering goods to a consignee 
without the bill of lading; so would it be on his order. 

A negotiable or white bill of lading cannot be made a substitute 
for the negotiable or yellow bill, unless notice is brought home to the 
carrier. We have stated that the railroad company, under the straight 
or white bill of lading, must, ‘‘at its peril,’’ make delivery to the right 
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person. The word peril does not impose a terrifying obligation; the 
right person may be determined from many different situations. He 
may not be the consignee, but someone directly or indirectly put in 
a position to be the “right person.’’ There can be no peril in deliver- 
ing to that one. When the order is given, either oral or written, to 
deliver goods to a particular person, there is no duty of inquiry as to 
the bill of lading. Of course, the production of the bill of lading by 
one other than a consignee will insure a certain degree of safety, but, 
in the face of a written order from him, its production is not only not 
necessary, but is not as reliable. 


It seems apparent that under Rule 7 of the Classification 
and the decisions in the cases referred to above, the shipment 
should have moved on an order notify bill of lading and should 
have been billed to an adjacent open station, and that the car- 
rier is not liable for the failure of the consignee to pay the 
amount of the invoice for the shipment. 


FEDERAL BUILDING CHANGES 


The new Post Office Department building, constructed on 
Pennsylvania avenue at Twelfth street in Washington, D. C., next 
to the site occupied by the old Post Office building, was dedi- 
cated June 11. The new building is being occupied by the force 
of the department. 

The Interstate Commerce Commission may move to its new 
building, which is south of the Post Office Department Build- 
ing, about the first of July. Labor strikes have delayed comple- 
tion of the building. 


DOCKET OF THE COMMISSION 


June 18—Argument at Washington, D. C.: 
Fourth Section Application No. 15339—Sugar from Atlantic Seaboard 
Territory. 
26092—-Weinberg & Gilbert vs. A. C. L. R. R. et al. 
grouped therewith). 
26109—Biggio, Inc., et al. vs. A. C. D. R. R. et al. 
June 18—Jackson, Miss.—Examiner Cassidy: 
Fourth Section Application No. 15563, filed by I. C. R. R. and Y. 
& M. V. R. R. 


June 18—Washington, D. C.—Examiner Trezise: 
25656—H. W. Showalter, receiver, Continental Coal Co. et al. vs. 
A. C. & Y. Ry. et al. 
25670—Robert C. Hill, Frank R. Lyon, and Howell Fisher, domicilary 
receivers of Consolidated Coal Co. et al. vs. A. C. & Y. Ry. et al. 


June 19—Argument at Washington, D. C.: 
25458 and Sub. 1—Granite Cordage Co. et al. vs. Southern Ry. et al. 
= Sub, 1—Amato & Sons, Inc., et al. vs. A. T. & S. F. Ry. 
et al. 


June 19—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 15532—Filed by J. E. Tilford, agent. 
June 20—Argument at Washington, D. C.: 
26074—R. W. Burch, Inc., et al. vs. Ry. Express Agency, Inc., et al. 
26180—Vulcan Detinning Co. vs. N. Y. C. R. R. et al. 
June 21—Argument at Washington, D. C.: 
25936—Louis Meyer Co. et al. vs. Erie R. R. et al. 
—— Cotton & Woolen Mills Co. et al. vs. Southern Ry. 
et al. 
Finance No, 9782—C. St. P. M. & O. Ry. Abandonment. 


June 22—Argument at Washington, D. C.: 
Finance No. 10223—Application C. G. W. R. R. 

6672—Ocean S. S. Co. of Savannah. (Application of C. of Ga. Ry. 
under provision of section 5 of the act to regulate commerce as 
amended by section 11, of the Panama Canal act, relative to 
the Ocean S. S. Co. of Savannah.) 

26339—Application of I. C. R. R., C. of Ga. Ry., and H. D. Pollard, 

as receiver of C. of Ga. Ry., under section 5, paragraphs 9, 10 and 
11, of the interstate commerce act, with reference to Ocean S. S. 
Co. of Savannah. 
26380—Eastern S. S. Lines, Inc., vs. 
et al. 
June 22—Winchester, Va.—Examiner Sullivan: 

Finance No, 10317—Application Winchester & Wardensville R. R. 
for permission to abandon that part of its railroad extending from 
Valuation Section 1—Virginia, to Wardensville, W. Va. 

June 23—Argument at Washington, D. C.: 
26143—Nicholson Universal S. S. Co. et al. vs. Pa. R. R. et al. 
June 25—Washington, D. C.—Examiner Molster: 

Finance No. 10479—Application Southern Pacific R. R. for authority 
to acquire control of the railroad properties of the New Mexico & 
Arizona Railroad and Tucson & Nogales R. R. 

June 25-26-27—Argument at Washington, D. C.: 
17000—Part 2 —Rate structure investigation, Western Trunk Line 


(and cases 


Ocean S. S. Co. of Savannah 


rates. 
Ex Parte 87 (Sub. 1)—Class rates within Trunk Line territory. 


June 26—Washington, D,. C.—Examiner Lawton: 

: Fourth Section Application No. 15351—Lumber and related articles 
from Va., W. Va., and Md.—Filed by W. S. Curlett, F. Van Um- 
mersen and B. T. Jones, agents. 


June 26—Washington, D. C.—Examiner Berry: 
1. & S. 3975—Coke from southern points to southern ports. 
June 27—Washington, D,. C.—Examiner Lawton: 
Fourth Section Application No. 14934—Iron and steel articles in 
Illinois territory—Filed by C. W. Galligan, agent. 


AIR MAIL SERVICE 

The Delta Air Corporation of Monroe, La., bidding 24 8-10 
cents an airplane mile, has obtained the contract for carrying 
the mail over the new route between Charleston, S. C., and 
Dallas, Tex., via Columbia, S. C., Augusta and Atlanta, Ga., Bir- 
mingham, Ala., Jackson and Meridian, Miss., and Monroe and 
Shreveport, La. No date has yet been agreed upon with the 
company for inauguration of the service, 
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Award of an air mail contract for the route between Detroit 
and Milwaukee, via Pontiac, Lansing, Grand Rapids and Mus. 
kegon, Michigan, a distance of approximately 265 miles, has 
been made by the Post Office Department to the Pennsylvania 
Airlines and Transport Company of Pittsburgh, Pa. This com- 
pany was the low bidder on this route and its bid was 38.9 cents 
an airplane mile. The former rate of air mail pay on this route 
was 45 cents an airplane mile. No date had yet been agreed 
upon with the company for the inauguration of service on this 
route. 

The Post Office Department has announced that an air mail 
contract for the route between Pueblo, Colo., and El Paso, 
Tex., via Trinidad, Colo., Las Vegas, Santa Fe and Albuquerque, 
N. M., a distance of approximately 530 miles, has been awarded 
to the Varney Speed Lines, Inc., of Burbank, Calif. This com- 
pany was the low bidder on this route, with a bid of 24 cents 
an airplane mile. The former rate of air mail pay on this 
route, which was operated by two companies, averaged 43 cents 
an airplane mile. 


MAIL SUBSIDY INQUIRY 


The Senate has provided $5,000 additional for the expenses 
of the Black mail subsidy inquiry committee. The committee 
has had $50,000 for expenses to date. The committee has not 
completed its investigation of air and ocean mail contracts and 
will continue it at the next session of Congress. 





AIR MAIL ACT NOW LAW 


President Roosevelt signed the air mail act, S. 3170, revis- 
ing the air mail laws and providing for a commission to be 
appointed by him to study and report on the aviation situation, 
June 12. 

Effective July 1, under the act, the rate of postage on air 
mail will be reduced to 6 cents an ounce or fraction thereof. The 
present rate is 8 cents for the first ounce and 13 cents for each 
additional ounce or fraction thereof. 


AIR COMMERCE ACT AMENDMENT 


The Senate has passed S. 3526, amending the air commerce 
act of 1926, so as to give the aeronautics branch of the Depart- 
ment of Commerce authority to cooperate with other government 
agencies in the development of airplanes and accessories in 
addition to the present authorization for such cooperative action 
in the development of aids to air navigation. Secretary Roper 
said that the amendment of the act in this respect would en- 
able the aeronautics branch to further materially the safety of 
private flying without any additional appropriation. The bill 
also amends the act to give the Secretary of Commerce au- 
thority to determine and make public causes of airplane acci- 
dents, and to extend his authority over safety requirements. 

A companion bill, H. R. 9599, has been favorably reported 
to the House by the committee on interstate and foreign com- 
merce. 





CIVIL AIRCRAFT IN U. §&. 


Three-seated airplanes are more humerous among civil air- 
craft in the United States than craft of any other capacity, ac- 
cording to Eugene L. Vidal, director of aeronautics, Department 
of Commerce, license and identification records show that two- 
seated types occupy second place in this respect. 

On June 1 there were 3,873 three-place, 2,445 two-place, 816 
four-place and 700 one-place airplanes. Totals in the groups rep- 
resenting larger capacities were smaller. There were 44 air- 
planes capable of carrying 16 or more persons, including crew. 

These facts appear in a study made by the aeronautics 
branch of the age, weight, number of engines, horsepower and 
seating capacity of aircraft which its records show as bearing 
licenses or identification numbers as of June 1, 1934. 

Single-engined airplanes outnumbered multi-engined craft 
8,451 to 309. However, multi-engined designs lead in proportion 
licensed, for nearly all of them hold Department of Commerce 
licenses. About one-fourth of the single-engined airplanes have 
been assigned identification numbers only, the remaining three- 
fourths bearing licenses. 

Of the aircraft in service June 1, the majority were manu- 
factured in 1929, 1930 and 1931. Aircraft manufactured in 1929, 
totaling 2,593, comprise the largest group. Aircraft in civil use 
as of the date of the survey and manufactured in 1930 numbered 
576. This does not represent total production, however, since it 
does not include airplanes delivered to the Army or Navy or 
exported. About 200 of the airplanes were found to have been 
manufactured in 1926 or prior thereto. 

More than 4,000 airplanes were found to be powered with 
engines of 90 horsepower and under. 
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ECONOMIES 
await you along the Cand O 


Many industrial users of these raw ma- 

terials have proved that location along the 

Chesapeake and Ohio has reduced their 

costs. The savings have resulted from four 

favorable factors: 

1. The raw materials listed can be, and 
are being, assembled at reasonable costs 
from adjacent sources. 

2. Fuel supplies (whether coal, oil or gas) 
are at the door—in the Kentucky-West 
Virginia hills of C & O territory. 

3. Labor supply is: first, of unusually high 
calibre—80°, native American; second, 


highly productive at moderate wages; 
third, temperamentally prejudiced in 
favor of cooperation. 


4. Industrial sites are numerous; land and 
building costs are low; municipal co- 
operation is both practical and friendly. 


Add to these favorable factors the ship- 
ping facilities of Chesapeake and Ohio’s 
“on time” freight service—the close prox- 
imity of the center of population—and the 
demonstrable superiority of C & O terri- 
tory is emphatically confirmed. 
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Indeed, it would be difficult to find, any- 
where in America, a region where circum- 
stances combine as successfully to provide 
low raw material costs, economical fuels 
of highest quality, reliable labor, and in- 
expensive plant location. 


Does this interest you? Then, get in touch 
with the Industrial Commissioner of Chesa- 
peake and Ohio Lines. Inquiry costs you 
nothing. It may save you much. 


Geo. D. Moffett, Industrial Commissioner, 
Richmond, Virginia. 


CHESAPEAKE 2 QHIO 


“THE ROUTE OF THE GEORGE WASHINGTON” 
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Personal Notes 


About one hundred members and friends attended the 
twelfth annual spring outing of the New Jersey Industrial Traffic 
League at Blasberg’s Farms, Hawthorne, N. J., June 7. Sports, 
including quoits, baseball, and bowling, were held and prizes 
awarded winners. Dinner was served in the late afternoon, 
followed by various forms of entertainment. Sol V. Rettino, 
traffic manager of Bristol-Myers Company, was chairman of 
the committee. 

The Toronto Passenger Club will hold its annua] summer 
outing June 16. It will be in the form of a trip to the Thousand 
Island. The outing is expected to be one of the best held by the 
club. Reservations are limited to two hundred. The annual 
golf tournament will be held the following day at St. Andrews 
golf course. 

Smith W. Purdum, of Hyattsville, Md., who has been in 
the postal service for thirty-six years, has been appointed Fourth 
Assistant Postmaster General, succeeding Silliman Evans, of 
Texas, who recently resigned. 

W. A. Olliff has been appointed traffic manager, Atlanta 
and Saint Andrews Bay Railway, in charge of solicitation, pas- 
senger and industrial departments. H. H. Simms has been ap- 
pointed general freight agent, in charge of freight rates, rules 
and divisions. W. N. Pendleton has resigned as assistant traffic 
manager because of duties with another company. 


Neal McCann Leach, New Orleans railroad and steamship 
executive, died of heart trouble June 10. He was sixty-four 
years old and had been in transportation work since 1887. He 
was the first chairman of the Gulf Steamship Conference estab- 
lished by the United States Shipping Board, later was chair- 
man of the Gulf-Intercoastal conference, and served for six 
years as a member of the Board of Port Commissioners of New 
Orleans. 

E. M. Brickman has been appointed chief of the traffic divi- 
sion, Jewel Tea Company, Inc., Barrington, IIl., succeeding H. N. 
Williams. 

James J. Grogan has been appointed assistant freight traffic 
manager, Santa Fe, succeeding J. H. McCabe, who died. T. J. 
Hughes has been appointed general freight agent, succeeding 
Mr. Grogan. Headquarters are in Chicago. 

Robert Estachy, southern manager for the French Line, at 
New Orleans, announces the appointment of E. E. Binnings, for 
the last ten years manager of the New Orleans office of the 
Texas Transport and Terminal Company, as Gulf general freight 
agent for the French Line, at New Orleans, effective July 1. 


Lewis H. Lapham, one of the pioneers in the development 
of the American-Hawaiian Line and father of its president, 
Roger D. Lapham, died June 10, in New York, at the age of 
seventy-six. He had been retired from active participation in 
business since 1925. 

Robert J. Noble, Jr., general manager of the Dawnic West 
Indies Line, died June 6 at Mineola, L. I. He was forty-nine 
years old. He had formerly been president of the Ocean 
Dominion Steamship Corporation and later was general man- 
ager of the Western Ocean Steamship Line. He had been in 
the shipping business since 1907 and was known as an expert 
in the West Indies trade. 


M. A. Long has been elected chairman of the board, Western 
Maryland Railway, succeeding George P. Bagby, who died June 3. 
Mr. Long was born in 1875 and had been a director and mem- 
ber of the executive committee of the railroad since 1931. He 
served with the Baltimore and Ohio for more than twenty years, 
most of that time in charge of building construction, and since 
then had been in private business. Charles W. Brown, formerly 
vice president and general manager, has been elected president, 
succeeding Mr. Bagby. Mr. Brown began his railroad career 
in 1898 in the engineering department of the Central of Georgia. 


Timothy F. Quinn, president of Quinn Brothers, Inc., and a 
member of the Traffic Club of New England, died at Sharon, 
Mass., May 27. 

W. F. Kirk, general superintendent of the western district, 
Missouri Pacific, with headquarters at Kansas City, having been 
appointed assistant regional director, Western Region, with 
headquarters at Dallas, succeeding J. P. Cowley, who has re- 
turned to former work with the Santa Fe, J. W. Rea, superin- 
tendent of the Arkansas Division, at Little Rock, will be trans- 
ferred to Kansas City to take the place of Mr. Kirk, and J. Davis, 
district engineer of the Southern District, also at Little Rock, 
will succeed Mr. Rea as acting superintendent of the Arkansas 
Division, 
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Doings of the Traffic Clubs 


Through an error, for which there is no accounting, in this 
column in the June 2 Traffic World, the name of W. E. Sheehan 
was used with the biographical sketch and portrait of J. A. 
Murphy, the reelected president of the Traffic Club of Spring. 
field, Mass. The only part of the performance for which we 
were not responsible was that Mr. Murphy, in sending the result 
of the election, mentioned all the officers except the president. 
Where we got the name of Sheehan, however, is past under. 
standing. The Traffic World apologizes. 


The Metropolitan Traffic Association of New York held the 
last of a series of educational meetings at the Hotel Victoria 
June 14. Nicholas J. Edwards, of the Barrett Company, spoke 
on “What Price Transportation?—A Study in Transportation 
Economics.” Members of the Women’s Traffic Club of Greater 
New York were invited. A free beefsteak dinner for members 
will be given at the Hotel Victoria June 28. There will be no 
meetings in July and August but the club rooms in the Victoria 
will be open. 


After holding its meetings in the Nortonia Hotel for the 
last ten years the Portland Industrial Traffic Club has changed 
to the Old Heathman Hotel. Weekly luncheons were scheduled 
for June 6, 138, 20, and 27 this month. The annual picnic is 
scheduled for July 15 at Crystal Lake Park, Milwaukee. 


The annual picnic of the Transportation Club of Peoria will 
be held at Mossville Gardens June 28. Outdoor sports, includ- 
ing kitten ball and golf, will provide the principal entertain- 
ment. A membership drive is being conducted which has al- 
ready added forty-four new names to the club roster. 


At a meeting at the Southern Hotel June 13 the Women’s 
Traffic Club of Baltimore had as its speaker A. Seidl, treasurer 
of Potts Callahan, Inc., and a former president of the Traffic 
Club of Baltimore, who recently returned from a trip abroad. 
His subject was “Russia.” Revision of the constitution and 
by-laws was discussed and other business disposed of. 


At its second meeting the Charlotte (N. C.) Traffic and 
Transportation Club authorized filing of an application for mem- 
bership in the Associated Traffic Clubs of America. The club 
doubled its membership in its first month of existence. 


In such a country as this a sound transportation system is 
just as important as a sound money, declared Robert W. Elsasser, 
professor at the college of commerce, Tulane University, at a 
luncheon of the New Orleans Traffic Club June 11. A number 
of phases of the present economic situation were discussed by 
Professor Elsasser, who was the principal speaker at the 
luncheon. 


The Traffic Club of Jacksonville had as its speaker at its 
monthly meeting at the Windsor Hotel June 11 Milton Bacon, 
whose subject was “Lost, Strayed or Stolen—State Advertising.” 
The club approved plans for the entertainment of one hundred 
and thirty-four under-privileged boys at Jacksonville Beach 
June 19 and voted to make the affair, designated “Good Deed 
Day,” an annual one. The boys are to be selected by the judge 
of the Juvenile Court. Mayor W. E. Montgomery, of Jackson- 
ville Beach, is cooperating with the club committee responsible 
for arrangements. A report on the Birmingham meeting of the 
Associated Traffic Clubs of America was made by President 
Hendley and there was a program of entertainment. 


The Omaha Traffic Club will hold a picnic at the “20” Club 
June 21. There will be a barbecue, beer, and baseball. 


The Traffic Club of Dallas held its last regular luncheon be- 
fore the summer vacation at the Adolphus Hotel June 11. W. 
G. Crush, M. K. & T., was the speaker. Changes in the constitu- 
tion and by-laws were voted on, The annual free picnic will be 
held June 30. The eleventh and final educational meeting until 
fall will be held at the Dallas Gas Company Building June 18. 
The entire meeting will be given over to the subject of loss and 
damage claims. H. M. Moors, general freight claim agent, South- 
ern Pacific, and chairman of the freight claim division of the 
American Railway Association, will be the principal speaker. 


H. C. Sadler, chairman of the outdoor committee of the 
Milwaukee Traffic Club, has completed the following schedule 
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of summer activities for the club: July 10, first golf outing at 
the Tripoli Country Club; July 28, boat trip to Ludington, Mich., 
and return; August 4, annual picnic at Cedar Lake; August 17, 
second golf outing at Westmoor Country Club. 


The fifteenth annual outing of the Traffic Club of the 
Rochester Chamber of Commerce will be held at Manitou Beach 
June 28. There will be golf in the morning and a full program 
of sports and other events in the afternoon, followed by dinner 
in the evening. An unusual assortment of prizes is said to await 
winners in the various events. 


The Traffic Club of New England will hold its annual out- 
ing at the club house and grounds of the United Shoe Machinery 
Athletic Association, North Beverly, Mass., June 21. There will 
be a ball game between an industrial team, headed by E. R. 
O’Hara, and a transportation team, headed by E. A. Connell. 
Other sports include bowling, billiards and pool, horseshoe pitch- 
ing, tennis, and track events. Through the courtesy of the Bos- 
ton and Maine a motor coach will be available for sight-seeing 
trips. Luncheon and dinner will be served. 


The Traffic Club of Baltimore has been invited to be the 
guest of John M. Ogden, business manager of the Baltimore 
Orioles, at a baseball game with Toronto June 18. The annual 
meeting of the Traffic Club Forum was held at the Hillendale 
Country Club June 11. Dinner was served and there were short 
talks by a number of the members. The following officers were 
elected: President, Stevenson Masson, custom house broker; 
vice president, P. K. Partee, superintendent, Baltimore and Ohio; 
secretary, Albert Lee Sherry, freight representative, B. & O. 
The first annual excursion of the civic clubs of Baltimore, ini- 
tiated and fostered by the Traffic Club was held June 9 on the 
steamer City of Delaware, of the Wilson Line. A trip was made 
to Seaside Park and return. Edward S. King, president of the 
club, has been appointed to the membership committee of the 
Associated Traffic Clubs of America by H. W. Roe, president of 
the national organization. 


The Traffic and Transportation Association of Pittsburgh 
elected the following officers at its annual meeting at the Fort 
Pitt Hotel June 1: President, Frank J. Ryan, district representa- 
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tive, D. T. & I.; vice president, J. Paul Stoecher, traffic depart. 
ment, Pittsburgh Steel Company; recording secretary, Henry 
F. Zentgraf, Rock Island; financial secretary, John I. Gannon, 
Sprang, Chalfant and Company, Inc.; treasurer, Irwin G. Hodil, 
St. L. & S. W.; executive committee, S. E. Franey, L. & N:; 
Robert E. Rogers, P. & L. E.; O. B. Akerly, Aluminum Company 
of America, and John J. McConville, Westinghouse Electric and 
Manufacturing Company. Dinner was served to approximately 
four hundred and fifty members and the retiring president, W. 
B. Shepherd, of the Aluminum Company of America, was pre. 
sented with a set of golf clubs in appreciation of his service in 
the last year. 


The Traffic Club of Pittsburgh elected the following officers 
June 11: President, Robert Main; first vice president, J. W. 
Johnson; second vice president, M. D. Perry; third vice presi- 
dent, H. A. Cochran; secretary, A. H. Orr; treasurer, S. B. 
Duff, board, Warren W. Brown, T. R. Fitzpatrick, H. C. Oliver, 
Walter M. Randall, and R. H. Reese. 


The South Bend Transportation Club and the Wyoming Val.- 
ley Traffic Club this week notified Secretary Doebber of the 
Associated Traffic Clubs of America that they had ratified the 
resolution against government ownership of the railroads adopted 
at the Birmingham convention of the national organization. 


Carl Gray, president of the Union Pacific, was the principal 
speaker at a joint meeting of the Tri-State Traffic Club and the 
Carthage Chamber of Commerce, at Carthage, Mo., June 7. The 
meeting was in the nature of a “home-coming” for Mr. and Mrs. 
Gray who lived in Carthage and Springfield, Mo., some thirty- 
eight or forty years ago when Mr. Gray was connected with the 
Frisco. 


The recently organized Women’s Traffic Club of Philadelphia 
will hold its first dinner meeting June 19, at which time the 
club constitution and by-laws will be acted on. 


TRANS-MO.-KANSAS BOARD 
The thirty-ninth regular meeting of the Trans-Missouri-Kan- 
sas Shippers’ Board will be held at the Broadview Hotel, Wichita, 
Kan., June 20. Commodity committee chairmen will present re- 


QUIT GUESSING 


ABOUT DELIVERIES 
USE 


RAILWAY EXPRESS 


Why worry about your shipments? It is easy to make 
sure that they will go through quickly and safely by 
handling them through the responsible, nation-wide or- 
ganization of Railway Express. By this way you are sure 
of swift transportation, careful handling, and prompt 
delivery on arrival in all important cities and towns. 

Our double receipt system, both on pick-up and 
delivery, gives an accurate check on the time of transit 
and arrival. Rates include liability, and are moderate for 
the quality of the service offered. Telephone your local 
Railway Express Agent for service or information and 
make a point of specifying Railway Express for everything 
you want to ship. 





RAILWAY 
EXPRESS 


AGENCY, Inc. 


The best there is in transportation 


SERVING THE NATION FOR 95 YEARS ® NATION-WIDE SERVICE 
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Houston is the logical gateway 
Harbor—30 ft. deep with 1,000 ft. turning basin; 7 — a 7 
143 miles from sea. for the southwestern territory. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Shede—Sprinkler protected fireproof construction. will be promptly handled. 
Grain Elevater—13,000,000 bu. storage. 

Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Your inquiries are solicited and 


oe pe : ~ cc water, sewers; power 
n ties. . 
tie J. Russell Wait 


For complete information address: Director of the Port 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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STARRETT LEHIGH 
BUILDING 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 


® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


* Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-0297 
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ports covering anticipated carloadings in the territory for the 
third quarter of the year and various transportation subjects 
will be discussed. L. M. Betts, American Railway Association, 
Washington, D. C., will outline general transportation conditions, 
while matters local to the board will be discussed by E. W, 
Coughlin, district manager, car service division, A. R. A. T. B. 
Armstrong will report on grain conditions and C. C. Isley on the 
export grain situation. 

A joint luncheon will be held with the Wichita Chamber of 
Commerce, the Wichita Board of Trade, and the Traffic Club of 
Wichita, at which Frank A. Theis, chief of the grain section, 
‘A, A. A., Washington, D. C., will be the principal speaker. 


CENTRAL WESTERN ADVISORY BOARD 


The dangers to all business life of the country in the social- 
ization of industry will be presented by Harold W. Roe, presi- 
dent of the Associated Traffic Clubs of America, in an address 
before the twelfth annual meeting of the Central Western Ship- 
pers’ Advisory Board, which convenes at Troutdale-in-the-Pines, 
Colorado, June 30. 


ALLEGHENY ADVISORY BOARD 


General Secretary W. H. Welsh announces the _ twenty- 
seventh regular meeting of the Allegheny Regional Advisory 
Board, to be held at the Hotel Schenley, Pittsburgh, Pa., 10:00 
A. M. June 21, General Chairman Charles Donley, traffic counse- 
lor, of Pittsburgh, presiding. 

Subjects of current interest to shippers, producers, and the 
railroads will be included in the report of Chairman L. G. Hults, 
traffic manager, United Engineering and Foundry Company, of 
the executive committee, which meets the day previous, as well 
as in the report of the railroad contact committee, which will 
also meet on the day prior to the board meeting, to be made by 
Chairman J. L. O’Toole, assistant to general manager, Pitts- 
burgh and Lake Erie. 

The special committee on arrangements for the meeting, 
headed by L. H. Ley, traffic manager, Kelly-Springfield Tire 
Company, Cumberland, Md., has arranged an interesting pro- 
gram, it is stated, including an exhibit of methods of packing 
for shipment of various commodities by the Freight Container 
Bureau of the American Railway Association. Engineers em- 
ployed by the Freight Container Bureau will be present for the 
purpose of not only showing the exhibit but to answer questions 
and assist shippers and receivers in solving their problems of 
freight loss and damage. 

There will be an “open forum” discussion of section 4 of 
the interstate commerce act (long and short haul provision). 

A forecast of business trends for the Allegheny territory in 
the third quarter of the year, as compared with same period in 
1933, based on shippers’ and producers’ estimate of probable 
car requirements, will be made from reports submitted by com- 
modity committee chairmen, representing industries producing 
twenty-nine of the country’s leading commodities. 

There will be a luncheon session in connection with the 
regular board meeting. Following the luncheon there will be 
an address by Henry A. Palmer, editor and manager of the 
Traffic World. : 

W. J. McGarry, manager car service division, American Rail- 
way Association, Washington, D. C., will review national trans- 
portation conditions. 

C. R. Megee, district manager, car service division, Ameri- 
can Railway Association, Pittsburgh, Pa., will report on the 
transportation situation in the Allegheny district. 


PACIFIC NORTHWEST BOARD 


The Pacific Northwest Advisory Board will hold its twenty- 
eighth regular meeting at the Davenport Hotel, Spokane, Wash., 
June 22. The agricultural council of the board will meet at the 
same place the preceding day. Transportation subjects of cur- 
rent interest will be discussed at the board meeting and esti- 
mates of car loadings in the territory for the third quarter of 
the year will be presented by commodity committee chairmen. 

The wholesale and retail trades committee of the board has 
put out a questionnaire to the membership on the proposal of 
Coordinator Eastman’s staff with respect to reorganization of the 
rail L. C. L. services. The composite view of shippers and 
receivers of the northwest, as indicated by the replies, will be 
presented, and a digest of Coordinator Eastman’s reports will be 
offered by E. F. Flynn, assistant to the general counsel, Great 
Northern. 

Other subjects and speakers on the program include the fol- 
lowing: “Digest of General Business Conditions,” I. F. Dix, vice- 
president and general manager, Pacific Telephone and Tele- 
graph Company, Seattle; “Standardization of Fresh Vegetable 
Containers,” J. D,. Paul, chairman of the transportation commit- 
tee, Pacific Coast Marketing Association, Seattle; G. Garberg, 
Jr., president, Inland Empire Wooden Box Association, Spokane, 
and Edward Dahill, chief engineer, Freight Container Bureau, 


june 1 
_”- 





































16, 1934 YE 1155 
— «The Traffic World SS S= 


CALMAR LINE 


INTERCOASTAL SERVICE 











WESTBOUND SCHEDULE 
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partment, with experience gained in 22 
countries. This valuable service is at your 
disposal. 


For information regarding rates, etc., apply to nearest office: 
MOORE & McCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., Agents 


With competition so keen, the dependability of 
sailings, the speed and care in handling and 
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SHIPS ARRIVE TODAY 


AND 


SAIL TOMORROW 








ARE YOUR ORIENTAL | 
CUSTOMERS PLEASED? The fast, ficient handling of freight 


traffic at Galveston results in QUICKER 
into consideration the fact that there is ONE port TURNOVER and ADDED PROFITS 


When you ship your goods to the Orient do you take 


through which you can route your cargoes that will save as ; 
you DAYS and DOLLARS? to shippers. 


The Port of Seattle has the geographical advantage of 
being the NEAREST United States port to the Orient. 
You can capitalize on this advantage and please your 
Oriental customers. Send their orders over the shortest 


route, VIA SEATTLE. They'll appreciate your 1854—OUR 80TH YEAR— 1934 


thoughtfulness. 


The Port of Seattle is one of the most modern ports 
in the world. Write for new illustrated book which 


a CALVESTON 
WHARF COMPARY 


Established 1854 


WT, 
Geo. Sealy, President F. W. Parker, V. P. & G. M. 
Kansas City Office—434 Board of Trade Bldg. 
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WIREE UC 
FOIRWS 


Stock forms for all purposes. 
For Foreign and Domestic use. 
Constantly revised for accuracy. 
Write for descriptive circular. 


HORDER’S, Inc. 


231 S. Jefferson St., Chicago 
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s 


THE PORT OF MILWAUKEE 


“The Most Progressive Port on the Great Lakes’’ 


Modern Terminal on Outer Harbor 
Municipal Open Dock Municipal Transit Shed No. | 
Municipal South Pier No. | Municipal Mooring Basin 

Municipal Air Marine Terminal 

Handle All Commodities—Bulk and Package Freight 

Modern handling equipment, dockside tracks, open 

storage, no bridge interference, 

24-hour service. Reasonable Rates. 

Inquiries Solicited 
Board of Harbor Commissioners 
709 City Hall Milwaukee, Wisconsin 


TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR and 
Interstate Commerce and State Commission Cases 
Commerce 


Departmental Service 
Specialists 


815 Mills Bldg. 
WASHINGTON, D. C. 


HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


SSSSERASESESEESSSHSRETAEKSESSSSRESRASHSSSSSeSseEaeeeeEeSs, 
SUSSEREKSSETESTEESETEESEEREeSSeeeeeeeeeeeeeesseeasess 


ATTORNEYS AT LAW : 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C.: 
Mitte ee encacet en A a 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 


AS RSSSSSSSSSSSSSSSSSSSSSSSSSSSHREEEEESEREESEeSeeeeeeeeEe, 
Sseeceasces 


The Traffic World 


Vol. LIII, No. 2 


American Railway Association, New York; “Dunnage Alloy. 
ance in Closed Cars,” H. N. Proebstel, traffic manager, Westcoagt 
Lumbermen’s Association, Seattle; “Store Door Pickup anim 
Delivery Service,’ C. W. Moore, manager, W. P. Fuller andy 
Company, Spokane; “Loss and Damage Prevention,” Gordon 
Tongue, treasurer and sales manager, Superior Portland Cement 
Company, Seattle. ¢ 

A luncheon arranged by the Hoo Hoo Club will follow thei 
morning session. It will be addressed by Nathan Eckstein, 
president of Schwabacher Brothers and Company, of Seattle, 
whose subject will be “The Future of Our Railroads.” 

Marketing problems will be considered at the meeting of the 
agricultural counsel, with the following speakers: 
E. F. Dummeier, agricultural economist, Washington State Col. 
lege, Pullman, Wash.; Frank M. Baller, manager, White Dulaney 
Company, Spokane; Glenn B., Marsh, general manager, Apple 
Growers’ Association, Hood River, Ore.; Lee M. Lampson, man. 
ager, Washington Early Crops, Inc., Kennewick, Wash.; George 
A. Peirson, president, Portland Union Stock Yards Company, 
Portland; Dr. Robert Prior, superintendent, dairy and live stock, 
Department of Agriculture, Olympia, Wash.; J. A. Bradley, treas. 
urer, Production Credit Corporation of Spokane, Spokane, and 
os A. Meyer, superintendent of transportation, C. M. St. P. & P, 
eattle. 


CARRIERS AND MAILS 

On motion of Senator Copeland, of New York, the Senate 
has decided to reconsider its vote passing H. R. 7340, a bill 
to authorize the Post Office Department to hold contractors or 
carriers transporting the mails by air or water on routes ex- 
tending beyond the borders of the United States, responsible 
for damage or loss. Steamship interests took the position that 
the bill as passed would ,expose any water or air mail carrier 
in the foreign service to claims for unlimited @amages without 
any opportunity for adequate protection. 


Merchandise Storage 
Most Modern Warehouses in 

Chicago, Kansas City and Los Angeles 

CROOKS TERMINAL WAREHOUSES: 


3 Storage and Distributing of Merchandise of Every Description: 


Tariff finding is sometimes 
like driving in the country 
20 yearsago .... =. 


@ When you arrive at ‘a white school- 
house under an elm tree” you are 
somewhere near what you are looking 
for. In other words, in some tariff files, 
when you get to the compartment in 
which the tariff should be — barring 
unforeseen acts of a filing clerk — you 
know you are somewhere in its neigh- 
ee and yeu start your intensive 
search. 


@ We stand up the 
guide posts in an Auto- 
matic Tariff File so they 

are either at eye level or 

below and the moment the 

drawer is opened you 

know where to go for the 

tariff. There are no tariff 

jams in an Automatic Tariff 

File because there ‘Auto- 
matically"’ cannot be. 

@ Now, you will want to know how all 

this is accomplished and how much Auto- 

matic Files cost — just drop us a postal — 

or note —for the information. There 

certainly is no obligation on your part involved. 


Traffic Department 


AUTOMATIC FILE & INDEX CO. 


629 W. Washington St. Chicago, Ill. 
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